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Some Real Progress 
Is Being Made in Standardization 

Bee na L. C. DATZ of the Engineering Asso- 

| ciation has placed standardization at the head of 
the list of important activities of that organization for 
the coming year. This is a wise thing to do, particu- 
larly in view of the fact that during 1923 those stand- 
ards which are put up to the American Engineering 
‘Standard Committee for ratification can be approved 
by a much simpler procedure than will be possible later. 
But the situation regarding A. E.S.C. procedure is 
of minor importance compared with that of standard- 
ization itself. There must be a consistent and persist- 
lent effort to standardize everything inherently stand- 
ardizable, in the interest of ultimate economy. This is 
especially necessary now, because there is an increasing 
\“urge to invention” strongly manifest all along the line. 
|\This urge is a natural accompaniment of the revival of 
electric railway activity and should in no way be dis- 
couraged. At the same time it needs to be directed 
along a safe and sane course, otherwise it will result 
in dissipation of effort and increased costs. 


as if the present standards were getting a setback. This 
‘is not necessarily so, because in competition each new 
‘idea must show its superiority to the cumulative wis- 
‘dom of the past in its particular field. Hence the pres- 
lent condition of flux in details and even principles of 
car design, track structure, etc., need not blind any one 
‘to the substantial progress that has been made in stand- 
lardization from year to year. It willbe necessary, how- 
lever, patiently to examine the merits of each proposed 
advance, and carefully to modify present codes to con- 
form them to modern thought and practice. President 
Datz and his constituency will have earned the plaudits 
of the industry if next fall, at the convention, they can 
show that they have accomplished this. 


Bus Men Have Organized 
‘a National Association 


IS but a year ago that the American Electric Rail- 
way Association debated and decided against taking 
bus companies into membership. Prior to that action 
this paper had urged the wisdom of admitting well- 
established bus companies to the sobering counsels of 
the association and commented that if bus men were 
barred from membership they would sooner or later 
form an organization of their own, which, having none 
of the benefits of the experience of the electric railway 
men, and because of the cold-shoulder attitude of the 
tailway men, would probably tend toward the competi- 
tive and belligerent line of endeavor. The association 
|< lomapprren committee and many individual members 
so urged that bus companies be admitted. 
_ Week before last the National Motor Transport As- 
ciation was formed. What the future strength and 
ittitude of this association will be is yet a matter of 
| 
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conjecture, but it wouldn’t be hard to guess the kind 
of thinking a majority of the bus members will get 
behind. Of course there is some real reason for a 
separate association of the kind of transportation com- 
panies that employ buses, but this could have been very 
largely satisfied by a friendly and progressive offering 
on the part of the railway association, such as the 
formation of an active bus section or even an affiliated 
association. The bus people would then have been “‘in 
the family,” where they could have been more quickly 
taught the true economies of transportation and also 
the advantages to all concerned of co-ordinated rather 
than competitive systems. As things are, the same 
end must ultimately obtain, because it is the only eco- 
nomically sound basis, and because the commissions 
are going to direct co-ordination. But the process will 
be slower and the damage to the railways greater. 
Perhaps much good could be done even yet if the rail- 
way association were to take the initiative in establish- 
ing friendly relations with the new bus association and 
in endeavoring to work with the latter to reconcile 
interests. 

Sound Commission Thinking 

- Improves Railway Outlook 


t HAT the obvious injustice of permitting bus oper- 
ation to come into destructive and uncontrolled 
competition with the closely regulated electric railway 
is not going to prevail becomes daily more certain 
as commission decisions on the subject accumulate. 
Within the last two weeks two utilities commissions 
have spoken very clearly on this important matter. 
The Illinois Commerce Commission, in granting a cer- 
tificate for a large bus undertaking in Chicago, was 
careful that the operation of buses should be confined 
to routes that would provide a needed service and not 
jeopardize the earnings of the street railway, on which 
the transportation of the city must primarily depend. 
During the present week the commission of the Dis- 
trict of Columbia declined to grant even a small exten- 
sion to the routes served by the Washington Rapid 
Transit Company, on the ground that the bus operation 
already permitted had so eaten into the revenues of 
the Washington Railway & Electric Company as to take 
the cream of the business, whereas bus operation should 
be authorized only where it will create a new traffic 
of its own without materially affecting that of existing 
rail routes. The commission explains the granting of 
the certificate for the initial bus operation in the capital 
cily by saying that, at the time, the traction company 
was unable to handle the business in the rush hours 
and that the service was really inadequate. But this 
condition has changed and the commission seems fully 
aware that the service is at present of a competitive 
nature and for that reason does not improve the local 
transportation situation. 
At the recent convention of the national association 
of utilities commissioners there was a remarkable 
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unanimity of opinion as to the place of the bus in the 
scheme of transportation. There was general agree- 
ment that taxes must be more equitably distributed as 
between railway and bus and that certificates should be 
granted to bus companies only where the operation 
would be permanent and not in competition with a rail 
line that was already giving adequate transportation 
service. 

So the competitive situation is steadily improving 
and there would seem to be little to fear where the 
utilities commission has jurisdiction over the buses. 
Unfortunately there are only twenty-one states where 
the commission does have jurisdiction now, but the bus 
line is a utility and the tendency is distinctly to put it 
under the commission. Where railway men can do 
their most effective work is to push the revision of the 
state utilities act so that the commission’s authority will 
comprise regulation of all common carriers to the same 
extent that it does the railway. 

But legislative processes are a little slow sometimes. 
Meanwhile, bus competition unregulated and destruc- 
tively competitive is going on and something ought to 
be done right now. The answer is for the railway 
to get into the bus business itself in self-defense, if 
for no better reason. Is it anything but just plain 
common sense to invest a few thousand dollars in buses 
to protect an investment of several millions in the rail- 
way? Or is it better just to sit by, lamenting the 
great unfairness of it all and damning the bus fellow 
who is pirating the business, while waiting for the 
traction funeral? : 


There Must Be Some Way 
to Control the Vehicle-Collision Situation 


HE alarming increase in annual numbers of colli- 

sions between cars and vehicles on many properties 
necessitates prompt and vigorous action by municipal- 
ities and electric railways, as well as vehicle owners 
and drivers. At the recent meeting of the T. & T. 
Association committee on accident prevention this topic 
was considered as the most pressing one now before the 
railway operator. 

It appears that as soon as one source of danger in car 
operation is eliminated another takes its place. Years 
ago street vehicle and pedestrian traffic presented oper- 
ating difficulties which were largely overcome through 
the use of the air brake, through improvement in traffic 
rules and through skill in car manipulation. Then camé 
boarding and alighting accidents, now under control due 
to the widespread use of folding steps and inclosed 
platforms. Next comes the phenomenal spread in the 
use of the automobile, frequently operated by drivers 
with indifferent training, and the furious driving of 
the taxicabs, to the chauffeurs of which applies the 
statement of the watchman, recorded in Kings II, chap. 
IX.: “The driving is like the driving of Jehu the son 
of Nimshi; for he driveth furiously.’”’ No wonder the 
transportation superintendent and the claims attorney 
spend much energy in racking their brains for ways to 
get cars through the traffic with less loss of life, limb 
and property. 

There is not going to be found any royal road to acci- 
dent mitigation. It is coming by way of attention to 
detail and by arousing some kind of a spirit of co-opera- 
tion The responsibility of the management of electric 
railways is to see that neither motorman nor vehicle 
driver has any excuse for a smash between a car and 
an automobile. 


Washington a Good Place 
for a Midyear Meeting 


VERY one able to have gone to San Francisco for a 

midyear meeting next spring will regret that that 
city was not selected at the meeting of the executive 
committee last week. Nevertheless the choice of Wash- 
ington was a wise one. Only thirty-one railway dele- 
gates living east of the Mississippi River had agreed to 
go to San Francisco, and this with the smaller number 
who could have attended from west of the Mississippi 
was admittedly insufficient for a representative meeting. 
The fact is that the spring is a very busy time on most 
railway properties, and while the thought of a trip to 
California is alluring, not many can arrange to take the 
two or three weeks necessary, or at least to decide defi- 
nitely three months in advance that they can get away 
by a certain date. 

Washington not only has the advantage of being near 
at hand for the great majority of the membership but 
will make a good convention city for many reasons. A 
trip to Washington can often be combined with other 
business, and the growing interest of electric railways 
in national government affairs makes the selection of 
Washington particularly appropriate. 

The last convention which the association held in 
Washington was on Jan. 29, 1915, and was one of the 
most largely attended in the history of the association. 
One of the speakers was President Wilson, who, in an 
address of more than 4,000 words, impressed upon the 
delegates his interest in the success of the electric rail- 
way as an important social and economic force in every 
community. The sympathy expressed in this speech 
was later shown in more tangible form by the appoint- 
ment of the Federal Electric Railways Commission, 
which was instructed to investigate the condition of the 
electric railways, at that time admittedly serious, and 
recommend a remedy. 

Since the 1915 meeting the relations of the electric 
railways with the federal government have become even 
closer than they were at that time—nearly eight years 
ago. This is particularly true in connection with such 
branches of the government as the Interstate Commerce — 
Commission on the question of rates, the Department of 
the Treasury on the matter of federal income taxes, the ~ 
Department of Commerce, particularly as the latter is 
represented in its statistical department and the Bureau 
of Standards, and the Department of Labor as regards © 
its studies on the cost of living and labor statistics in 
general. In addition, of course, the electric railway in- 
dustry is often very closely affected by Congressional 
action. In fact, so much is this the case that during the 
past few years the committee on national relations of the - 
association has kept a representative in Washington 
through whom testimony on bills in Congress affecting 
electric railway operation may be presented to the appro- 
priate Congressional committee. 

This means that a meeting at Washington will accom-— 
plish two results, outside of those which would be ob-— 
tained if the meeting were held elsewhere. One of these 
is that it will draw the attention of the delegates to 
affairs at Washington to a greater extent and awaken > 
their interest in the very important work of the com- 
mittee on national relations. The second is the conve 
of that just mentioned and is that the attendance 0 
a large body of important railway men in Washingto 
will help to establish the importance of the industry in 
the minds of many members in Congress and othe 
representatives of the national government. 
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Keep Ahead of the Procession 


by your own ideas, but see what the other 

fellow is doing that is good and fit the good 
things together. But most important, find out what 
the right thing to do is and do it just a little before 
it may be expected of you.” The foregoing quotation 
might well epitomize the leading idea which Mr. Em- 
mons, the new president of the American Electric 
Railway Association and president of one of the most 
progressive electric railway properties in the United 
States, expressed recently in a most interesting visit 
I had with him to discuss the outstanding electric 
railway problems of today and to get his ideas, as a 
leader of the industry, as to what the railways could 
most advantageously do. We have all of us been saying 
for some time that the industry is coming back—the 
saying is getting trite, truthful though it may be. But 
Mr. Emmons points out that the industry must know 
how to take advantage of this returning prosperity 
and that the degree with which the ‘“come-back” is 
accomplished depends upon those who are operating the 
railways today. 

“We have to tackle the problem of keeping public 
good will with this coming back,” said Mr. Emmons. 
“We must put ourselves out a little to keep ahead of 
the procession, so that the public may know we are 
progressive and ever on the alert to provide the very 
best transportation to suit the community’s needs. 

“There are lots of fine ideas floating around—each 
one of us is thinking out new things and we are 
exchanging information at conventions and through the 
technical press. Managers must see that their com- 

panies get the benefit from ideas which have already 
_ been given to them and to their men on the properties. 

No man can do his duty by his company if he does 
not apply practices which he has learned are to the 
_ advantage of both the public and the company.” 

Those who know Mr. Emmons know that he is what 
he is because he has lived and acted according to the 
~ precepts which he outlined as above. Every step up 
_ that he has taken has been because some one has recog- 
_ nized that he was doing the job he had so well that 
_ there must be greater possibilities in him; every step 
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he has taken has been without any pull or due to 
influential acquaintanceship. : 

There is another point which ought to be mentioned 
in connection with Mr. Emmons’ becoming president 
of the association, and that is that this practically 
marks the coming of the third generation in the elec- 
tric railway industry. Previous presidents in the 
association will not misunderstand this statement, 
which originated, I believe, with the veteran reporter 
T. E. Crossman, whom the association presented with 
a monogrammed fob at Chicago in commemoration of 
the fact that that convention was the fortieth consec- 
utive railway convention that Mr. Crossman had 
reported. Two twenty-year periods had passed, Mr. 
Crossman pointed out, and this is the first year of the 
third twenty-year period. The first generation con- 
sisted of the men who were leaders of the industry at. 
the start—men who are executives of the early street 
railways when the association began its life. The sec- 
ond generation consisted of executives who had started 
as younger men during the administration of the first 
generation. Now, the third generation takes hold— 
men who entered an industry which was already in full 
swing and who have risen to executive positions on 
account of their progressive ability. Mr. Emmons 
marks the first of these men to become the head of the 
industry for an administrative year. 

But to return for a little more analysis of what Mr. 
Emmons means by keeping ahead of the procession. 
“Take transportation service furnished, for example. 
The man behind the procession will wait for traffic 
to increase 5 per cent before he increases his mileage 
even 2 per cent. There is a lag in furnishing service, 
which is noticeable to the community. When one is 
ahead of the procession he knows it is coming, or at 
least he can keep his car mileage abreast of the traffic 
and maintain a satisfied public. Furthermore, keep 
on good terms with the public through real service, 
through courtesy, and almost above all through the 
handling of complaints.” 

I found out that Mr. Emmons lives up to what he 
preaches on the question of complaints. Records of the 
company show that it was not so long ago that com- 
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plaints averaged eighteen to twenty per day in the 
offices of the United Railways in Baltimore, whereas 


the records for October, 1922, showed eighty-three com-. 


plaints for the whole month, and at the same time 
-there were~ more® than eighty-three 
letters of the service and courtesy on the Baltimore 
lines. 

“Courteous employees and clean cars—I wish we 
could keep our own cleaner than we actually do—go a 
long way in keeping public good will. Dirt grates on 
the public. 

“And we must study intensively this question of 
greater speed. Not only is greater speed a question 
of more car-miles per car-hour, but it is a very impor- 
.tant question in the selling of transportation for people 
to want to get where they are going as quickly as 
possible. The question today of speeding up cars is of 
course very difficult on account of automobile occupancy 
of the streets, and yet I hate to object to the automo- 
bile because it is popular. We must find our solution 
in spite of the automobile or, more properly put, in 
co-operation with the automobile and with the traffic 
authorities of the city. 

“Then, too, there is quite a revolution in reducing 
the weight of cars. We all overdid the question of 
heavy cars in the earlier days. Our equipment was 
‘t00 heavy, and as a consequence at times our speed was 
.too low or we had to carry excessive motor equipment. 
.Today the industry is showing progress in reducing 
the weight of cars, and the manufacturers have assisted 
materially in producing light-weight cars and also light- 
weight equipment to replace the heavier equipment. All 
this results in lower operating costs and faster, more 
comfortable service. 

“All these things are a part of keeping just a little 
-ahead of what the public may demand—it is first-class 
operation and first-class public relations which win out 
.and make a property not only a financial success but 
a success in its service to the community and there- 
fore recognized as an asset to the community. 

“Of course there are problems—it is not all easy 
sailing. And one of the elements which is militating 
against the most economical street car ride for the car 
rider is still the burden of paving and its maintenance 
‘which is imposed on so many railways. I notice that 
this question is a very live one in England today as 
well asin this country. In certain places the community 
has recognized the situation and has given some relief. 
It is also interesting to note that as soon as munic- 
ipalities take over electric railways, in those cases where 
municipal ownership now exists, the municipal author- 
ities quickly recognize the injustice or the absurdity 
of loading paving maintenance charges upon car riders. 
Witness the recent attempt of Mayor Couzens of 
Detroit to have the Department of Street Railways re- 
‘lieved of the paving charge.” 

I found Mr. Emmons naturally hesitant to discuss the 
question of wages of electric railway employees, because 
this is a subject which it is so easy to misunderstand. 
His expression on the subject, however, showed the 
same keen sense of proportion that one has come to 
expect always from Mr. Emmons. His analysis of the 
Situation is that for a good many years previous to 
the disturbed economic situation of the past five or six 
years the wage level of car men was too low as a 
consequence of the level of the car fare, which was itself 
too low. The public has come to recognize, in large 
part, both situations, and so long as car men’s wages 
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are at the level, relatively, of wages in other comparable 
lines, the railways should maintain the wage and also 
the fare. “I doubt,” said Mr. Emmons, “‘if wages in 
general industries will go much lower very soon, if 
ever. Managements of railway properties owe it to 
their men to maintain wage levels commensurate with 
character of employment. It~is so easy to be misunder- 
stood on this that I would not wish my remarks to be 
interpreted. as meaning that there are no places in 
which wages of car.men should be reduced. I am 
discussing merely the general philosophy of wage levels 
and street car fare as compared with general wage 
levels and economic conditions.” 

I asked Mr. Emmons what effect he thought there 
would be on both traffic and necessity for higher fares 
if there were_no further liquidation in general labor. 
He said he thought that the effect of high wage levels 
on traffic would not be much, because on the whole there 
was a higher living level and the cost of other com- 
modities would retain the same relative level. There 
is this effect, however, and that is that the numerous 
very cheap automobiles are having an effect on street 
car traffic—not only as to the actual riding but also 
upon the problem of getting cars through congested 
districts. Mr. Emmons sees some very difficult prob- 
lems to work out with reference to the large numbers 
of automobiles in downtown districts, in connection 
with street car traffic. As to the need of higher fares, 
with the exception of certain places where the political 
situation has clouded all fare adjustments during the 
past period, his attitude is that the railways are in 
duty bound to work the problem out on present in- 
creased fares, in those places where fare increases were 
granted during the adjustment period. 

“How about municipal ownership? Will other cities 
follow Detroit, Seattle and San Francisco, or will they 
attempt to follow Mayor Hylan’s lead and encourage 
bus competition?” 

“T don’t think there is much of a tendency toward 
municipal ownership. There are too many cases both 
abroad and at home of municipally or government- 
owned public utilities being made into political footballs, 
with slow or inefficient operation, and these examples 
tend on the whole to keep people away from the idea 
unless it is forced upon them. As to bus competition 
by municipalities to weaken the railway transportation 
systems, in the end the people must and will see that 
the transportation system of a community must be 
protected for public service. Investors will not put 
their money into transportation systems unless they see 
that they are sound and have the community behind 
them. There is a double responsibility here, of course, 
on the management and the public, but the public must 
and will realize also that persons with money to invest 
will not invest in any enterprise in a community unless 
there is a dependable transportation system and unless 
money invested in utilities is recognized and protected. 
The people can be made to see that those communities 
which are successful have successful utilities, and all 


‘that statement signifies. 


“T think neutral agencies, such as the Electric Rail- 
way Jowrnal, can do much to assist the industry 
a whole, whether under private ownership or munici 
ownership, to make impartial analyses of the operati 
of municipally owned systems, because facts, of cour 


_are what we want.” 


I asked Mr. Emmons if he thought the railway a 
ciation should continue to exclude municipal railwa; 


commissions to do very much in this line. 
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from membership, and he answered that he was on 
record as being in favor of having them in the associa- 
tion. He thought that was the best way to work out the 
answer to the question of municipal ownership. He 
also thought that bus companies should be admitted. 
Otherwise they would form an association of their own. 
This would mean that the bus question would have to 
be worked out through associations which would tend 
to be competitive and antagonistic rather than through 
one transportation association where the problems could 
be worked out on a co-operative basis. (Since this 
interview with Mr. Emmons a national bus association 
has actually been formed, as already noted in these col- 
umns, with E. B. Burritt, 
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railway men, no matter what they think with reference 
to the bus, get good from it. I think it will materially 
assist in developing bus transportation in non-railway 
territory, as well as in working out the problem of the 
proper relation between bus and railway in territories 
where the electric railway is already located and is a 
necessary part of the transportation system.” 

“What do you see in the way of economies and im- 
provements of service available for use by electric rail- 
ways now or in the near future,” I asked. 

“We must and can speed up our service. We must 
eliminate downtown congestion, possibly by spreading 
the distance between stops, although of course, this 

cannot be carried too far. 


former secretary of the 
American Electric Railway 
Association, as its executive 
manager.) 

Continuing, Mr. Emmons 
said: “What we do need is 
the education of communi- 
ties and public service com- 
missions that there is only 
room for one transportation 
facility for one community, 
and that this transportation 
facility must be protected 
against wastage. The rail- 
ways—and we have tried to 
do this in Baltimore—can 
educate the communities in 
this way by showing the 
communities that they are 
ready to supply any neces- 
sary bus service in a com- 


weight of cars. 


service. 


grates on the public. 


Keeping Ahead of the 
Procession 


HERE are lots of fine ideas floating 

around — managers must see that their 
properties get the benefit from ideas which 
have been given to them and to their men. 


There is quite a revolution in reducing the 


operating costs and faster, more comfortable 


We must and can speed up our service. 


We must let the employee know that we 
think something of him asaman. We should 
do all we can to get high class employees. 


Courteous employees and clean cars go a 
long way in keeping public good will. 


Many stops slow acar down, 
but at present in many 
cities the number of stops 
per mile or the location of 
stops close together is a 
matter of legislative re- 
quirement by the city. We 
are beginning to realize that 
the street car must be made 
to approximate as nearly as 
possible to the individual 
automobile as to speed, con- 
venience and time of travel 
from one point to another. 
Don’t misunderstand me 
here—lI do not mean the bus. 
But every individual has in 
the back of his brain the 
idea of liking to ride home 
ina private automobile with 
all the comforts that that 


This results in lower 


Dirt 


munity. The National, 
Association of Railway & 
Public Utilities Commissioners can do, and asa matter of 
fact is doing, a great deal in this direction and the indi- 
vidual state commissions can do much more. In fact it 
is difficult without the co-operation of the public service 
A railway 
company which sees the necessity of auxiliary bus lines 
should be protected, when it installs them, against jitney 
competition there as well as against rail lines. There are 
certain places where auxiliary bus lines are warranted, 
and I think it is unfortunate for the railway in any such 
locality, as well as for the industry as a whole, if the 
railway does not recognize this and get there first. 

“T think the same philosophy applies to the trackless 
trolley, which has its place in certain kinds of traffic 
and under certain situations and, when carried to an 
electric railway property, will prove, I believe, less 
expensive to operate than buses, vehicle for vehicle. I 
don’t mean to get into any debate with reference to the 
place of the trackless trolley and the place of the gaso- 
line bus, realizing that the fixed investment of the 
trackless trolley is a factor dependent upon the amount 
of traffic to be handled. But the trackless trolley does 
have a definite place—or I believe it will be found to 


have a definite place in local transportation activities.” 


I ventured to ask Mr. Emmons if he would express 
an opinion as to the usefulness of or the service 
rendered by Bus Transportation, the co-worker of 
Electric Railway Journal, in trying to solve the problem 
of the place of the bus. / 

_ “I think the effect of Bus Transportation has been 


_ good—it has been very helpful to all of us, and street 


; 


means. Naturally we cannot 
do this—there isn’t room 
on the streets for automobile transportation, either in 
individual cars or in buses in most of our cities. But 
we can speed up our service and [ have already touched 
upon the place of the light car in this. 

“T see no immediate wonderful change. It is a con- 
stant plugging away and using the best thing here 
and the best thing there. Every one is watching the 
weekly pass as to its effect on stimulating riding. In 
its application, we must be careful about increasing the 
number of rides and lowering the gross income. The 
application of the pass is a proposition which must not 
be bungled. Fares and passes must be applied cor- 
rectly. 

“The problem of the electric railway is to give serv- 
ice as good as possible and as cheap as possible. 

“Safety movements can do a great deal of good 
toward reducing gross expenditures for accidents both 
to the public and to employees. In Baltimore, for 
example, we set aside 4 per cent of our earnings for 
the claims department and damages, and I think safety 
movements can materially reduce similar sums on our 
own property and elsewhere. 

“Then there is the one-man car, for which I see a 
very much greater use than it now has. There are 
many excellent types of one-man cars to fit various 
conditions and they are surely economical. There is no 
doubt but that they have saved some properties from 
financial ruin, as well as saving them in the public 
grace of their community. I see no reason why every 
small city should not be a one-man car proposition. 
And there -are of course a good many places in larger 
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cities where one-man car operation is logical. Who 
knows? What with the advent of turnstile and other 
devices, we may ultimately reach all one-man operation 
with even greater transportation speed than we have 
now.” 

“What actual gain is going to come from having 
platform men of larger experience now being employed 
because of smaller turnover or of higher grade because 
of more careful means of selection?” 

“There is a gain in many ways. There is a gain in 
having people properly handled by some one who knows 
his job; there is a real gain in the care of equipment 
which shows up in reduced maintenance cost per car- 
mile; there is a real gain in good will to have people 
who know how to handle the public and there is also 
a gain in return due to a greater degree of honesty in 
the handling of fare collected by old and tried em- 
ployees. There is a gain in the reduced number of 
accidents, and this is one reason for paying older men 
more than men new on the property. I think we should 
do all we can to get high-class employees and to reduce 
the labor turnover. We must let the employee know 
that we think something of him as a man. We must 
realize and let him know that we realize that he has a 
wife and family who are as dear to him as the man- 
ager’s family is to him. It is all good common sense— 
good business, and what ought to be expected in rational 
human dealing.” 

“Would you express an opinion on the interurban 
situation?” 

“TI have been away from the interurban problems for 
three years, and of course cannot talk very intimately 
about them. But I do believe that the interurbans 
exceeded the city systems in going crazy on car weight. 
There has been a considerable backing up on this 
position within the past year or two, and it is going 
to be a great help to the interurbans to take the posi- 
tion tending toward lighter equipment. There is no 
doubt a saving in track wear due to the lighter equip- 
ment; there is a saving in kilowatt-hour consumption 
per car-mile, which is not merely theoretical, but 
which is real and which is more of an item today than 
it was at former fuel and labor costs; there is a saving 
on depreciation on the investment (and this is not only 
per car, but actually per passenger-mile) and then there 
is a further saving in the one-man interurban car, 
which I see being used now on some systems.” 

“How about the zone fare—is it dead as a possibility 
in this country?” 

“You know the English say that the penny is too 
popular a coin for the railways not to give some sort 
of a ride for it. But we recognize that the Englishman 
is a patient person whereas the American public is 
impatient. The collection of zone fare, according to 
any scheme so far devised, seems to test the patience 
of the American public. The zone fare has many 
advantages in theory but, so far as it has been worked 
out in this country, it is impractical. It was unfor- 
tunate that the Connecticut Company’s experiment could 
not have continued longer, but under the circumstances 
this apparently was not feasible.* I don’t know, maybe 
some day some one will try it again.” 

There is one question about which a good deal of dis- 
cussion has centered in the industry in the past few 
years and that is the question of valuation and capital- 


*For a discussion of the reasons leading up to the abandon- 
ment of the zone-fare experiment by the Connecticut Company, 
see Electric Railway Journal, Aug. 7, 1920, page 253. 
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ization and rate of return and the relation of these to 


each other. 


On this Mr. Emmons pointed out that a — 


good deal of capital was put out a good many years ago 


at a low rate of interest. 


In refinancing to make — 


capitalization equal valuation in some cases, a lower — 


capitalization at a higher rate of return could be 


adjusted to mean the same thing to the investor and © 


perhaps would leave a better taste in the mouth of the 
public which recognized a fair rate of return for the 


property as a whole on the valuation allowed. Mr. 


Emmons said he strongly supported “businesslike 
valuations, made on the yardstick basis, toward which 
the valuation committee of the American Electric Rail- 
way Association is now working.” 


oe 


“In this subject, as in all other subjects, the railways | 


can impress themselves upon their public by taking the 
lead in a progressive, substantial and convincing way. 
There is nothing to be pessimistic about in the railway 
situation. The transportation requirements of our 
communities will increase rather than decrease. There 
are plenty of problems for every electric railway, plenty 
of opportunities for every electric railway man. My 
advice in realizing or capitalizing upon these problems 
is to keep ahead of the procession.” 


Training School for Trainmen in St. Louis 


HE training school for motormen and conductors 
on the United Railways of St. Louis embodies a 
number of novel features. Besides the usual instruc- 


tion for motormen on the operation of the car control — 


and brake system, which is given on a four-motor pas- 
senger car and trailer similar to those used in service, 
the men receive instruction on the need for avoiding 
accidents, method of making out accident reports, the 
importance of courtesy and efficiency and similar public 
policy matters. 

After a period of instruction on the road, they return 
to the instruction room for a review of the most im- 
portant features of the first instruction and are exam- 
ined as to their knowledge of the operation of the various 
parts of the brake and control equipment, method of 
making emergency stops, with reverse power, etc. They 


are also asked to estimate the distance required to stop | 


a car with air brake on level drive rail going at a rate of 
10 m.p.h. The purpose of this is to assist them in 
answering questions in accident blanks and in court that 
relate to speed and distance. 

Applicants for the position of conductor, as part of 
their school work, are encouraged to take some of their 
practice trip sheets home for study as well as trip 
sheets properly made out with the exception of being 
balanced, so that they may balance them and return 
them when they report in the morning. Another part 
of their homework consists of 100 subtractions of reg- 


ister readings, in which the most difficult numbers — 


possible are used. 
In their schoolroom practice the applicants are re- 


quired first to pool their money except bills of large © 


denominations, then take turns acting as conductors and 
as passengers, the passengers all paying their. fares 
with quarters or halves and requiring the acting con- 
ductor to issue a transfer with the payment of each 
fare. Crews are changed every twenty minutes until 
each conductor has demonstrated his ability to act effi- 
ciently in that capacity. At the conclusion of the trial, 
the money pooled by each applicant is returned to him 
by the company. 
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Review of Transit Commission Valuation 


Consulting Engineer Finds Many Errors of Omission and Commission in 
State Commission’s Tentative Valuation of Brooklyn Surface 
Roads and Questions the Methods Followed 


of Brooklyn, conducted under his direction, have 

just been made public by Francis Blossom, member 
of the firm of Sanderson & Porter, consulting engineers, 
New York. The valuation was made, so far as prac- 
ticable, in conformity with the methods and procedure 
followed by the valuation bureau of the New York 
Transit Commission, as reported in the Electric Rail- 
way Journal for Feb. 25, 1922. Mr. Blossom was 
assisted in the work by a large staff, among whom 
‘he mentions particularly R. S. Buck, Thomas F. Mul- 
‘laney, J. R. C. Armstrong, Charles A. Remelius and 
Julius A. Hanna, all long engaged in railway work or 
the manufacture of railway equipment. The valuation 
covered the properties of the Nassau Electric Railroad, 
Coney Island & Brooklyn Railroad, Brooklyn, Queens 
County & Suburban Railroad, South Brooklyn Railway 
and lessor companies, Brooklyn Heights Railroad, 
Coney Island & Gravesend Railway, and Brooklyn City 
Railroad. 


[Te results of a valuation of the surface railroads 


CRITICISMS OF PRINCIPLES 


The report first criticises various general principles 
or methods of the commission’s tentative valuation, as 
contained in its introductory statement. These criti- 
cisms in part follow: 


The “original cost” valuation described in the report 
appears to be a mixture of estimated and of actual costs 
and of many assumptions, indicating that the valuing engi- 
neer has presented figures which show what he thought the 
properties probably cost or should have cost—under condi- 
tions he assumes to have existed when he assumes they were 
created—rather than what they actually did cost, on a 
recognized accounting basis. The costs and prices prevailing 
one or two generations ago are not either normal or appli- 
cable to present purchase and sale appraisals, and can have 
no value therein. They might warrant consideration in a 
rate case to arrive at an “investor’s sacrifice” figure of cost. 
This would necessarily include accrued deficits in fair 
return, or going value under the New York law, and other 
direct and indirect costs. 

The 1910-1914 reconstruction cost described in the valua- 
tion report uses prices which it designates “pre-war prices.” 
These are supposed to be the prices prevailing during such 
years, but appear to be the extremely low prices of 1914. 
These also have passed away. While nearer the prices of 
today than are the original costs of prior years, there is no 
justification for calling 1910-1914 prices normal except for 
their own period. They are super-normal judged by many 
earlier or lower prices, and sub-normal judged by the 
higher prices which have since prevailed. Neither does a 
normal exchange value of commodities exist, although the 
ratio of the average price of rails and mechanical and 
electrical equipment, etc., to the average of living costs is 
much less variable than the ratios of prices of single com- 
modities. The gold dollar shows the most extreme varia- 
tion in value as measured by everything else. 

The 1921 reconstruction cost valuation described in the 
report is based on an inventory stated therein to have been 
made as of June 30, 1921, and on prices stated in report to 
‘be taken in the “period of the first six months of 1921, 
which was immediately preceding the completion of the 
inventory, and intended to reflect the then ‘present-day 
prices and conditions.’ ” 

In each of the three above-described bases of negotiation 
the report states that deduction should be made either for 
depreciation or for the cost of putting the properties into 
first-class operating condition. In this connection, the report 
states under the caption “depreciation,” that “in considering 
the investor it would become necessary to trace the actual 
investment of the present holders of the securities, and to 


ascertain whether such investment when made reflected the: 
depreciated condition of the property before any injustice: 
in deducting depreciation from the full valuation of the: 
property could be seriously maintained. Investors in transit 
properties have changed many times since operation was 
first commenced, and the price paid in the transfer undoubt- 
edly considered the condition of the property.” This is 
incorrect, for a stockholder succeeds to all rights of a 
previous stockholder, and the justice or injustice of any 
method of treating depreciation cannot be affected by a 
change in the ownership of securities—whether such change: 
is effected by purchase, gift, bequest, exchange or otherwise. 
Moreover, prices paid for stock are usually dependent on 
present or prospective earnings. 

The report further states that “the straight line basis. 
has been quite uniformly accepted as the most practical 
means of determining the amount which should be deducted 
from the value of the property to which depreciation 
applies.” This statement also is incorrect. Such basis has. 
been quite uniformly rejected. This is admitted in testi- 
mony given at the hearings held since the report was pre- 
sented. The reason it is rejected is that the straight line 
method is illogical. It takes no cognizance of the wear, 
tear, use, exposure or condition of the property, nor of the 
amount of the expenditures made thereon for maintenance, 
repairs, renewals and replacements. On the straight line: 
depreciation theory of the valuation report two pieces of 
equipment of the same age are given the same depreciation, 
and the facts as to their real condition are ignored. 

Two methods of computing depreciation are used in the 
report, viz.: (a) Straight line depreciation, based on the: 
proportion that the estimated expired portion of the esti- 
mated life (with allowance for estimated salvage or scrap 
value) bears to the total estimated life (such life being 
speculative or unknown in many cases) and (b) deprecia-- 
tion determined by the estimated cost in 1921 of placing the 
properties in first-class operating condition. 

The report advocates taking the so-called “original costs,” 
and subtracting therefrom the cost of placing the properties 
in first-class operating condition at the higher prices of 
1921. It includes in the amounts so deducted both its esti- 
mated “deferred maintenance” and its estimated “deferred 
replacements,” i.e., in addition to deferred maintenance the 
report deducts much accrued straight line depreciation. The 
report then recommends that the amount of residue, ignor- 
ing estimated value of the non-operating property, be: 
offered to the owners, in bonds. 

The method used in this connection is stated in the valua- 
tion report under the caption “conclusions and recommenda- 
tions,” and reads: “It is our conclusion that a fair valuation: 
for the existing property of companies other than. that 
included under Contracts Nos. 1, 2, 8 and 4 and their 
related certificates would consist in allowing the original 
cost less the expenditures necessary to put the property in 
first-class condition.” I do not agree with this conclusion. 
It is difficult to see how it could be reached by business men. 
Certainly none of those who wrote the report would consider 
such a method of valuation fair if applied to their own 
home or property. If the conclusion or rule expressed in 
the report were generally applied owners might have to 
part with property for nothing, or pay a buyer for taking it. 
It penalizes investors who, instead of waiting until 1921, 
spent their money twenty, thirty or more years ago to serve: 
the public. A cubic yard of excavation or fill work done in 
1890 is now as valuable to the public as if done in 1920. 
Had the conclusion or rule been originally announced that 
investors in other kinds of property than railroads would 
get appreciation in value but that owners of public service: 
property would be denied any appreciation of value if and 
when they sold their property, Brooklynites would probably 
now be walking or riding in horse cars or buses. This 
valuation is for the purpose of purchase. For all work, 
whenever built, it would seem that the owners are entitled 
to receive its present value. 

Herein I deal with basis number three, mentioned above: 
and given in the report, namely, reconstruction cost at 1921 
prices, because I do not consider that a valuation arrived! 
at by any other method will meet the tests of current busi- 
ness practice for the purposes of proposed negotiations. 
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The report states under caption “expenditures necessary 
to place property in first-class operating condition” that the 
present-day condition is not necessarily that of June 80, 
1921. This statement is particularly true now, as very 
liberal expenditures on maintenance have been made since 
the enaction of the transit. act, and the values of the 
properties are now correspondingly increased. The lesser 
prices of the present day would, by reducing the costs of 
the work which the report deducts as. necessary to put the 
properties in good condition—show larger values for each 
of the properties. The report includes in the amount which 
it so deducts at 1921 prices: (a) An estimated amount to 
cover the estimated requirements for overcoming deferred 
maintenance, and (b) a large additional estimated amount 
to cover its estimates for “deferred replacements” of equip- 
ment, i.e., equipment “which -it assumes should be retired 
from service. Bes 

Moreover, such deferred replacements have been deter- 
mined by an erroneous method, i.e., by assuming the expen- 
diture of money to place property in first-class condition 
and then retiring such property. 
magnitude of the amount that the report claims should be 
allowed for deferred replacements is given by the statement 
appearing in report for Public Service Commission, First 
District, New York, for year ending Dec. 31, 1920, on 
page 88, which gives the then deferred maintenance of the 
surface lines as follows: Cars—all companies (based on 
3,100 cars) $231,159; track and paving, for the six com- 
panies considered, $4,295,159. 

The deferred maintenance plus deferred replacements for 
these same companies is estimated for 1921 in valuation 
report at $11,368,645. ; ; : 

In this connection the valuation report states “it ‘is 
believed that due consideration should be given to an esti- 
mate of the necessary expenditures of this character as a 
practical means of determining the actual rather than the 
theoretical depreciation. Life is necessarily affected by the 
standard of the repairs. Renovation and rehabilitation 
from time to time will operate to make over and renew and 
if successively continued may prolong the line in service to 
an extent difficult to estimate.” This statement cancels the 
preceding statement in the report which says in effect that 
it is proper to deduct theoretical depreciation based on age. 
It substantiates the contention made by the companies that, 
for proper determination of depreciation, findings must not 
be theoretical but must be based on inspection and on facts. 

The Brooklyn surface road properties are now in sea- 
soned condition and require only that enough money be 
spent on them to enable them to give a quality of service 
equal to that which the same properties could give if new. 
To spend more than this amount would be wasteful and 
extravagant. In arriving at a purchase and sale figure it 
may be proper to allow a credit, from the value of the 
property if new, in amount sufficient to put these properties 
into condition to give first-class service, but it is not proper 
to deduct the capital cost of new equipment expected to be 
purchased with the object of increasing the net earnings 
receivable by the new owners. 

Certain general costs, some of which are mentioned in 
the report, apply to all the Brooklyn surface roads. Such 
costs include the construction overhead costs and the com- 
pany overhead costs, whereas, the direct individual property 
costs for materials and labor are a function of quantities in 
each case and of their corresponding unit costs. All such 
general costs are as inevitable and unavoidable as the costs 
of steel rails or cars. They may be computed either on the 
basis of material and labor costs or they may be based on 
reasonable estimates fixed by experience had in the building 
of similar properties. 

The report underestimates the allowances that must be 
made for costs of land and right of way. Such costs must, 
as estimated by Mr. Bennington, be taken on the average 
at not less than 1.60 times the assessed valuation. In the 
case of the land owned by the Coney Island & Brooklyn 
Terminal Company, which is a business corporation and not 
a railroad company, the land is believed by the company to 
be salable at more than double the assessed valuation. The 
report does not even include the necessarily incurred costs 
incidental to the acquisition of the land and right-of-way, nor 
the costs such as interest and taxes, of carrying the invest- 
ment in land and right-of-way during construction. This 
land must, in most cases, be acquired well in advance of the 
starting of construction. Interest must be thereafter paid 
on its cost, and taxes are thereafter payable on such 
property and must be paid if the tax department does 
its duty. 

The report states that easements, private right-of-way, 
consents and damages, should be limited in all valuations to 
the original cost shown on the bdoks, and that they have not 


An indication of ‘the 


enhanced by land value increases or rental value increases. 
This statement is incorrect as would be soon discovered by — 


‘any company now attempting to obtain such property and i 


rights or to meet the damage claims that would develop. 
Even after making this reference to and statement regard- — 
ing such items the report omits to value any of them except — 
private right-of-way. 
~ As to the methods used in making its valuations, the 
report has assumed that only a portion of the work would 
be reconstructed by the contract method. This assumption 
is contrary to customary practice. If the work were so 
rebuilt, as contemplated in the report, the company costs, 
including its administrative and engineering costs, would 
be greater by enough to offset the saving in job overheads 
and contractor’s services which the report erroneously 
assumes could so be effected. 


OMISSIONS (9 


The commission valuation report, Mr. Blossom says, 
also omits many items of value, such as extra cost of 
piecemeal construction, many miles of irrevocable and 
perpetual easements, development costs of physical 
property .and business, advantageous advertising and 
power contracts and franchises, and much property 


which is useful in the operation of the lines but not 


now actually in use, such as that purchased to provide — 
reserve capacity. 


OVERHEAD AS DETERMINED IN THE REPORT 


Mr. Blossom also criticises the method of determin- 
ing. “overhead” as well as some of the nomenclature 
used in the commission valuation report. He explains 
that in the statistical section, which gives unit cost 
data, the report adds, but only in the case of some 
items, the amount of 6 per cent for “job overhead,” 
making what is theréin called ‘construction costs.” To 
this it adds, but only in the case of some items, the 
amount of 10 per cent for “contractor’s services,’ mak- 
ing what is therein called “contract costs.” However, 
in making up the estimates of “contract costs” for elec- 
trical and mechanical equipment and rolling stock, the 
report adds no overhead but uses the manufacturer’s 
bare selling price to the company, stating that this 
price corresponds to the above-mentioned “contract 
costs,” which, in the case of track and structures, is 
the amount paid to the contractor for the finished work, 
ready to operate. In other words, this means that in 
the report no allowances for job overhead or contractor’s 
services are included in the electrical and mechanical 
equipment and rolling stock. The report then adds to 
“contract costs,” as made up from the sum of the fore- 
going items, certain estimated overhead and other 
charges to the company. It terms these “company 
overhead charges” and divides them into “expenses dur- 
ing development” and “expenses during construction.” 

“Cost to reproduce,” according to Mr. Blossom, is 
made up in the commission report from the total of 
the estimated costs mentioned above, plus the value 
placed on land, right-of-way and materials and sup- 
plies, though in the last three items, the report includes 
no overhead or carrying costs. On this method of 
valuation Mr. Blossom says, in part: 

A company or organization reconstructing the Brooklyn 
surface railroads in 1921 would hove had to pay costs for 
company overheads in excess of the percentages and 
amounts allowed in the valuation report of Feb. 15, 1922. 
A similar statement also applies to the construction over- 
heads. The report depreciates the construction overheads 
and the company overheads. The company overheads should 
not be depreciated because the creative engineering, legal 
and administrative work and the expenses of insurance, — 
taxes, interest and cost of money, once made are permanent — 


and will never be duplicated. Some of the construction — 
overheads will be duplicated when making renewals and 
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‘replacements but this statement does not’ apply to all of 
‘the construction overheads or to all of the physical property. 
The report appears to allow construction overheads only 
‘on track and structures, made up of 6 per cent for “job 
overhead” and 10 per cent for “contractor’s services” 
* (including therein contractor’s home office overhead and 
profit). These, combined, amount to 16.6 per cent, which 
seems entirely inadequate. My practice in such work is to 
allow at least 12 per cent for job overhead and to figure it 
on all (except rolling stock, to which I add 3 per cent) instead 
_ of on only a part of the work. The 12 per cent is made up 
of 4 per cent for contractor’s works office costs and 8 per 
_ cent for all.other items under (a) and (b) of the next 
following paragraphs. In my opinion this 12 per cent, so 
figured, should be used in these valuations instead of the 
‘6 per cent as used and figured. The 12 per cent’ for “job 
overhead” and the 10 per cent for ‘‘contractor’s services,” 
‘combined, amount to 23.2 per cent. 

“Contract cost” as defined in report must include the fol- 
_ lowing construction costs: (a) All items listed in report as 
having been included in “contract cost,’ (b) express, freight, 
demurrage, telephone, telegraph, storeroom, storage, yard, 
automobile hire, cartage, rental, job liability insurance, inci- 
_ dentals, extras, omissions, mistakes, changes, corrections, 
breakage and waste, rehandling, temporary construction and 
duplication of work, removal of poor work, removal of ob- 
-structions or interferences, excess cost of doing work while 
maintaining operation, idle or overtime labor, power, heating, 
lighting for nightwork, failure of sub-contractors and relet- 
ting of work, delays, strikes, accidents, weather damage, dis- 
asters, miscarriage of shipments, city inspection and permits, 
bonds, fees, all other uninsurable costs, injuries and dam- 
ages to persons and property, operation of job shops, 
construction plant maintenance, trial operation, contractors’ 
‘works office costs and remuneration. for contractors’ services, 
including therein his home office overhead costs. 

“Cost to reproduce” as defined in report must include the 
-following company costs: (a) Company overhead costs 
during construction, such as interest during construction on 
all expenditures made, taxes during construction, engineer- 
ing costs, administrative costs, fire insurance; (b) com- 
pany’s costs prior to construction, such as promoter’s 
;temuneration for services and expenses, administrative, 
legal and engineering costs, interest on expenditures made, 
and taxes on land and right-of-way and on structures; (c) 
-cost of procuring money; and (d) company’s costs sub- 
sequent to construction, such as working capital, physical 
property development costs, costs to create the business, and 
the value of contracts for power, advertising, etc. 


_ Mr. Blossom gives in his report his comments at 
some length on the various items listed under ‘cost 
‘to reproduce.” Speaking first of interest during con- 
_struction, he points out that this money. must often be 
raised before the work begins and that any organization 
‘constructing or reconstructing the Brooklyn surface 
routes would have had to pay for construction money 
an_annual interest rate of at least 8 per cent, because 
‘a lender advancing money for construction would con- 
sider the hazards and risks of a loan on an unbuilt 
project. In 1921 the annual interest rate would have 
been more than 8 per cent.. The interest period must 
be computed from the time the money is raised until 
construction is completed and operation begins. The 
least average interest period would be 23 years on land, 
_- right-of-way and damages, three months on rolling 
stock, and one year on other property, and it might 
often be more. Taxes are payable on land and right-of- 
way after their acquisition, and they are also payable 
on building structures. 
Engineering design and inspection costs would range 
between 3 per cent and 4 per cent of the full construc- 
tion costs, including therein the job overhead and the 
‘payment for contractor’s services. Administrative, legal 
and office costs during the construction period would 
range from 2 per cent to 8 per cent of the fair construc- 
tion costs, including therein the job overhead and the 
contractor’s services. Fire insurance would be not less 
than 0.4 per cent per year, payable for at least a year 
on the insurable portions above the foundation of build- 
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‘ventory of material and supplies, 
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ings under construction, power plant and. substation 
equipment, and for at least three months on rolling 
stock. This item would amount to at least 0.05 per 
cent of the contract costs, exclusive of land and right- 
of-way. 

Discussing the items included undér ‘“Company’s 
Costs Prior to Construction,’ Mr. Blossom declares 
that the commission report includes nothing for promo- 
tion costs, which are always incurred and are unavoid- 
able if creative work: of this kind is to be done. Mr. 
Blossom discusses the other pre-construction costs men- 
tioned in group “b” above and estimates that these 1921 
combined pre-construction costs would undoubtedly run 
from 5 per cent to 10 per cent of the reconstruction 
costs of the road and that in amount they would total 
not less than 6 per cent of the contract costs, plus the 
pre-construction cost of interest on land and right-of- 
way, consents and damages, and of taxes on land and 
right-of-way. 

On the cost of procuring money, he points out that 
this cost. of financing or of securing construction money 
is entirely distinct from interest, and that it is under- 
estimated, at least for 1921, in the commission’s report. 
Such allowance must cover all brokerage and under- 
writing charges, the services and expenses of banking 
houses and of their security distributing houses, and 
the expenses of the company, incurred in this connec- 
tion. Mr. Blossom’s experience and that of his firm 
and of corporations with which he is connected is that 
the: actual cost of public utility money raised by the 
sale of bonds of profitable going companies would run 
from 5 per cent to 6 per cent, while the cost of that 
raised. by’ the sale of junior securities would range 
from 8° per cent. upward. The average cost of so 


COMPARISON OF VALUATIONS 


Commission Mr. Blossem’s 


Company Valuation Revised 
Report Values 
The Nassau Electric Railroad Company......... $26,309,070 $34,335,707 
The Sag Island and Brooklyn Railroad Com- 

ABV cys toh ce ee Le aba eae 3 OM 13,296,492 16,815,948 
bene Queens County & Suburban Railroad 

Company. 10,385,975 . 16,388,409 
South Broskivis Railway ‘Company and Lessor : 

Gompamios ete iia earns. kai on ag 8,307,528 14,322,522 
The Brooklyn Heights Railroad Company. . 1,523,521 2,188,909 
Coney Island & Gravesend Railway Company. . 977,318 1,231,066 
The Brooklyn City Railroad Company.. : 45,361,243 60,914,216 

$106,161,147  $146,196,777 


procuring money would certainly exceed 6.per cent and 
would probably be 7 per cent. These percentages are 
lower than would be asked for street railway securities, 
and especially for those of a construction enterprise. 
Under the conditions in 1921 of the money market, the 
company credit and the city authorities’ attitude, the 
money might not have been securable even at 10 per 
cent or 15 per cent. In Mr. Blossom’s own Brooklyn 
valuation figures, he takes 6 per cent as the least per- 
centage that could properly be figured. 

In discussing the next group (d) of reproduction 
costs, or that of the company’s costs subsequent to 
construction, he says that the commission’s report 
allows for floating capital as determined by the in- 
but includes no 
allowance for cash working capital, for physical property 
development costs, cost of experimentation or changes, 
nothing for expenditures made to create and develop 
business, and nothing for the value of power or adver- 
tising contracts or for franchise value. 

The accompanying table shows the, valuations made 
by the Transit Commission and by Mr. Blossom. 
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New Light Motor Car for Paris 
Tramways 


Unified System in French Metropolis Is Trying Out a Novel 
Form of Car Designed to Secure as Far as Possible 
the Riding Qualities and Inherent Lightness 
of the Automobile 


MPRESSED by the importance of reducing the weight 

of tramway cars and decreasing the shocks transmitted 
to the body, the department of studies and of technical 
control of the Société des Transports en Commun de la 
Region Parisienne has designed and constructed a sam- 
ple car seating forty-nine persons and weighing 12.7 
net tons. This is 519 lb. per seat, as compared with 
633 lb. for the comparable type of car now in operation 
in Paris. The new one might be called a truckless car, 
as the two axles are connected through a flexible spring 
system to the body underframe, which carries the 


motors rigidly mounted. The wheelbase is tf ft. 10 in. 
The car seats forty-nine passengers, and it is driven by 
two motors of 45-hp. each, rated on a one-hour basis. 
The details are shown in the accompanying illustration. 

Each motor drives, through a longitudinal shaft, a 
The gears are of 


bevel gear carried on the car axle. 


MOTOR DRIVE AND SPRING SYSTEM OF EXPERIMENTAL 
CAR NOW BEING TRIED OUT IN PARIS 
A—Longitudinal shaft. B—Connecting rods between axles and 
frame. C—Axle housing. E—Adjusting nut for brake band. 
F—Brake drum. J—Hlastic coupling permitting side play. L— 
Semi-elliptic laminated springs. M—Motor. 


heat-treated chrome-nickel steel. The gearing is in- 
closed in an oil-type casing which provides all bearings 
for the axle. As the gears run in oil they splash oil 
into the axle bearings, thus furnishing all necessary 
lubrication at this point. 

An important feature of the design is the flexible 
spring suspension, combining -both semi-elliptic and 
helical springs. These are so designed that the deflec- 
tion is slightly over 4 in. per ton of load. The suspen- 
sion provides also for lateral movement in order to pre- 
vent the transmission of sidewise shocks to the car 
body. To this end the connection from the semi-elliptic 
spring to the car underframe is made through a hanger 
which is itself essentially a laminated spring. This 
hanger, which also incloses a helical spring for vertical 
flexibility, is permitted a lateral movement of about 0.8 


ELECTRIC RAILWAY JOURNAL 


Vol. 60, No. 23 — 
< 
in. between stops. The maximum force tending to re- ; 
store the hanger to its vertical position is about 6,600 
lb. However, the body cana be easily oscillated by one man 4 
pushing and pulling it sidewise. 

Braking of the car is done by means of band brakes 
acting on drums carried on the longitudinal shafts. 
These can be operated either by hand or by means of ~ 
small air-brake cylinders mounted on the axle housings. 
By this arrangement the total weight of braking equip- — 
ment has been reduced from between 2,500 and 3,300 — 
lb., as on some of the Paris cars, to less than 900 Ib. 
Thése two methods of braking can be supplemented by ( 
the use of the motors, short circuited or reversed. i ‘ 


j 
/ 


COMPARATIVE DATA FOR STANDARD AND EXPERIMENTAL I 
TWO-AXLE CARS IN PARIS , 
Wheelbase 11 Ft. 10 In. 


Type G 
Motor! Car New 


(Paris Light 

System) Car 
SRbizig ‘CAPAGLE WAIN parc tse nzellalet nearirt Ciemnh eae ae eee 553A 49 
Total weight, empty, tons................2.- wen lee Pers 
Unsuspended weight, toms...............0.. : Sait Pa | 
Weight of truck and equipment, tons 3.0 0 
‘Truck deflection perton., ) ).5).5 2. ia. ok ca 0.107 in 0 i 
Total deflection: per ton. o1 ciunice ede 0 he Dee Lk es ce 0.214in 0.357 in. 
Weight of bedy, tona 05.4 see sck. . base ee ee 22 9.63 


5 Nie RTS DELI 1f9 Se ORL OME ERTS 
1 Includes that ps of the weight of the motor which is supported from the axle~- 
2 Complete with underframe and equipment. 
3 Complete with underframe, motors and equipment. 


By the use of this new car, G. Vergniole, of the de- 
partment of studies and technical control of the T.C.R.P. | 
Company, calculates that if all motor cars on this sys- 
tem could be conformed to the new model, an assump- 
tion which he says is obviously premature, there would 
be an annual saving of more than 9,000,000 kw.-hr. The 
corresponding saving in coal would be 16,500 tons. This: 
indicates the advantage due to a reduction in weight 
assumed at 2.5 tons, which is much less than would 
actually be secured. 

There is also the advantage of the reduction in un- 
suspended weight and insufficiently suspended weight,. 
the effect of which is to cause wear and tear on rails, 
joints, track foundations and rolling stock. 

Actual tests of the new car show it to be capable of 
climbing a grade of 5.3 per cent with a load of more 
than 13 tons. Starting from rest at the foot of the 
grade, it reached a speed of 9 m.p.h. on the grade and 
under the same conditions reached about 5 m.p.h. when 
drawing an empty train weighing about 25 tons. 

Experience with the braking equipment was remark- 
ably satisfactory. The motor car alone was stopped on 
a downgrade of 2 per cent from a speed of 15 m.p.h. 
in less than 65 ft. With rheostat braking, arranged 
to limit the speed to about 6 m.p.h. on a grade of from 
3 to 5 per cent, the resistance necessary was shown to 
be about 6 to 7 ohms. 

In concluding his account of the new car, which he 
covered in an article in L’Industrie des Tramways, 
Chemins de Fer et Transports Publics Automobiles, Mr. 
Vergniole said that tramway construction has followed 
steam railroad models too far. Automobile construc- 
tion, involving problems much more complex, has made 
remarkable progress in the last few years. The tram- 
way conditions are much more nearly analagous to those 
of the auto-omnibus than they are to those of the rail- 
roads. It should be possible through the use of auto- 
mobile technique, the employment of special steels and 
light metals, the perfecting of the electrical apparatus 
and particuarly the development of high-speed, light 
motors, to permit tramway cars to be built with weights 
comparable with those of the omnibus. In Paris the 
weight of tramway cars per seat is from 1.7 to 2.6 times 
that of a gasoline or electric omnibus. 


December 2, 1922 
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HOLDING A FIELD BY FILLING IT 


Milwaukee’s Leadership in Motor Bus 
Service an Example of the Progres- 


sive Management 


That Makes ‘Our 


Preferred Shares a Safe Home 


7% Income 


"Street railway statisticians | 


‘tell us The Milwaukee Elec- 
tric Railway & Light Co. 
leads the street railway sys- | 
tems of the United States in 
the number of swift and com- 
fortable motor busses with 
which it supplements its city, 
suburban ¢wifid interurban 
@lectrie railway lines.‘ Our 
electric railfvay lines- extend 
to Sheboygan on the north, 
‘ Racine and Kenosha. on 
the south, to Watertown on 
the west and to East Troy and 
Burlington on the southwest, 
for a total of 214 mites. Our 
fast motor bus’ lines extend 
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to Fond du Lac on the north, | 
to Madison on the west and 
to Janesville, Beloit and Lake 
Geneva on the southwest, for- 
\a total of 600 miles of regular 
‘operation. The map of our 
electric railway and motor 
bus lines published herewith 
‘shows the territory served by 
this 814-mile system of fast 
passenger and express sery- 


~o** 


ices. 

As of Sent. 30, The Electric 
Co.-had 70: passenger busses, 
of which 66 were in service 
on its own lines, and -four 
Jeased to Wisconsin Gas &: 
Electric ‘Co: for service in 
Kenosha. Eleven of :the 66 
Were. engaged in Milwaukee 
city service, the others in in- 
terurban traffic. : During the 
past year The Electric Co. ab- 

sorbed the interests of its 
frnal competitors in this 
field and is now supplying 
substantially all of the motor 
bus service for the Greater 
Milwaukee district.“ During 
the first nine months of 1922 
our ‘busses ‘carried more t! 
‘1,100,000 passengers and. 
operated 910,554 miles. 


Motor busses will never 
sypplant elecix'c railway cars 
in sl Lae saganal sgh 7 Rak 
as feeders 

to. pore A cay anes and ‘as 
supplementary lines. The 
‘motor bus bes a large field, 


Investment 


munication with city trading 
centers. The public is served 
best, safest and cheapest by 
having the motor bus lines 
operated’as a part of the elec- 
tric railway system. 


The Electric Co. aims to 
hold its field not by relying 
on its status as a state-regu- 
lated moncpoly, but by sup- 
plying first, best and cheapest 
whatever new service the pub- 
lic wants within our scope. 
This nolicy is the best’ guar- 
anty of regular payment. of 
eash dividends on the Com- 
‘pany’s preferred shares now 
being purchased by thousands 
ef Wisconsin men and women. 


These 7%. cumulative pre- 
ferred shares cost $100 each. 


You can buy them either for: 


cash or on monthly payments 
of. $5 or more per share. 
Either way, you get 7% on 
every dollar invested from 
the day you put it into this 
business. Cash dividends are 
paid by checl¢ mailed to share- 
holders March 1, June'l, Sep- 
tember 1 and December 1. 
The Company maintains an 


open market for the shares,- 


which are reailily salable in 
case of need, in its Securjties 
Department. 


If‘you have idle money, or 
wish to get 7% interest on 


| current savings, come in and 


‘talk it, over, or telephone 
Grand 5100 and let us send a 
salesman. Mail orders filled 
promptly by registered letter. 


‘SECURITIES DEPARTMENT 


‘ THE MILWAUKEE ‘ELECTRIC 


Soph ail-. 
“ways, . ally, served quick ‘com |. 


RAILWAY & LIGHT CO., 


‘Public Service’ Bldg., 
Milwaukee, Wis, 


“Holding a Field by Filling It” 


N ADVERTISEMENT of the Milwaukee Electric 

Railway & Light Company which recently appeared 

in a Milwaukee paper is reproduced herewith. In the 

lines is the essence of volumes on how to finance and 

simultaneously better public relations. Between the 

lines is a significant story of one effective way of meet- 
ing bus competition. 


Midi Locomotive Tests Successful 


First of Large Order of 1,500-Volt Direct-Current Locomo- 
tives Tested Between Pau and Lourdes on Midi 
System—Maximum Speed Is 60 M.p.h. 


REAT interest attaches to the recent track test of 

the first of the direct-current locomotives destined 
for use on the Midi Railway in France. The test was 
made between Pau and Lourdes, the locomotive having 
been built near Tarbes in southwest France by the 
French Electric Construction Company (Compagnie 
des Constructions électriques de France). It will be 
remembered that the Midi, previous to the war, had 


@Wide World Photos 


First COMPLETED 1,500-VoLT, 1,000-Hp. LocoMoTIVE 
FOR Mipri RAlLway 


made investigations of the single-phase system and 
had under test several different makes of locomotive of 
this type. 

The present locomotive, of which some of the de- 
tails can be gathered from the accompanying illustra- 
tion, is for use in freight service, local passenger serv- 
ice and express passenger service on heavy grades. Its 
weight is about 80 tons, or 20 tons per axle. Each 
truck carries two motors, capable of developing 250 hp. 
each continuously, or 350 hp. for one hour. The trac- 
tive effort is 16,500 lb. and the maximum speed is 
60 m.p.h. The motors drive the axle through double- 
reduction gears, one set at each end of each motor 
shaft. 

The contactors are operated mechanically through a 
motor-driven camshaft. The controller and contactor 
circuits are fed at 120 volts from a motor-generator 
set supplied from the 1,500-volt line. This set also 
supplies power for light, heat, compressor motors, etc. 
The group includes also an exciter generator for use 
while the locomotive is regenerating. 

The main driving motors have forced ventilation, 
provided by fans, of which there is one for each truck. 
The fans are driven from the motor-generator set, 
which is located centrally in the cab on its floor. The 
motor-compressor groups, of which there are two, are 
placed at the ends of the cab. 

Provision is made so that when several locomotives 
are used in a train in multiple-unit connection the low- 
tension circuits of the several groups of motor-gene- 
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rators can be coupled in parallel by means of special 
switches. The above details are taken from the issue of 
le Génie Civil for Nov. 11, 1922. 


Potty eae 


On Statistics 
ForD, BACON & Davis, INC. 


NEw York, Nov. 27, 1922. 
To the Editors: 

The Journal never contained a truer or more timely 
word than its editorial paragraph of last week regard- 
ing the use and neglect of statistics. 
opportunity for observation would lead one to believe 
that there is not a street railway office in the land which 
is not full of valueless figures, with more coming through 
the mill every day. The operation of a street railway 
is a big job and a man generally thinks he does well 
just to keep it running, and he is right. But he ought 
to set aside an hour some day to plan out an audit of 
his statistics. For every report, record or form and 
for every figure thereon, he should get an answer to 
these questions: 

1. Why is this prepared? 

2. What deductions can be drawn from it and what are 
they worth? 

3. Are such deductions systematically drawn? 

4. Are the figures right; that is, are they what they 
purport to be? 

5. Can the form be improved so that: 
useful? (b) It will be cheaper to prepare? 

6. Does it pass under the eye of every one who can make 
good use of it? 

7. Is it consistent with all other figures on the same 
subject? 

It would seem that every one might agree that no 
figure should be prepared without a real purpose, either 
as a record, or to indicate efficiency and inefficiency, or 
to prevent inefficiency. It may be that a figure or form 
has value in one of these particulars, but does it have 
enough value to warrant the expense of preparing it 
and the danger of obscuring figures and deductions of 
undoubted value. The men who must draw the deduc- 
tions are busy, so that things should come before them 
in as simple and vivid form as possible. 

Drawing deductions from reports is a fine art. I 
remember a story in the Journal some years ago of a 
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(a) It will be more , 


Voi. 60, No. 23 


superintendent who came into his general manager’s 
office highly elated because “the Smith Street Line hit 
40 cents yesterday.” This was in the old 5-cent fare 
days. The general manager said that any superin- 
tendent who let a line earn 40 cents gross revenue per 
car-mile ought to be fired. In the story, the superin- 
tendent had no come-back, but he might have retorted 
that it would depend upon the average length of haul, 
size of car, comparative travel in the two directions, 
per cent of transfers, and a few other things. Figures 
may not lie, but explanations of them sometimes do. 

In the stress of operation, reports are often neglected. 
No one can get the ultimate essence of a report but 


the man in authority. However, he could get a lot of — 


help down the line if he would sketch out the things 
he looks for and the meaning to him of the various 
figures. This would at least stimulate inquiry. 

If figures are not right, it were better that they had 
never been made. Figures may be all right mathe- 
matically, and the books may balance, but if a figure 


is not exactly what it purports to be, it is wrong. Ex- 


amination of books and records seldom fails to develop 
many instances of such errors. This is generally due to 
lack of consultation and co-operation between depart- 
ments. 

To make forms useful, they should answer specific 
questions which the man responsible for operation is 
always asking himself. They should throw light on 
every vital action or condition. In preparing a form, 
therefore, the man who is in charge of the work should 
have a large share. Failure to do this often results 
in the keeping of more or less private records by mem- 
bers of the organization who cannot get what they 
want through regular channels, or feel that they cannot 
rely on what they get. 

There is certainly a lot of money wasted in preparing 
statistics by cumbersome methods, duplications and 
otherwise. Clerk hire is cheap, but nothing short of 
100 per cent efficiency is going to save the electric rail- 
way industry. | 

What is needed pretty generally is a good shaking 
out of dust, some intelligent analysis of cause and effect, 
and loyal co-operation between the people who use the 
figures and the people who make them. 

If we should clean house, it may be that some of the 
commissions would see their way clear to simplifying 
their requirements in the way of statistics. 

J. A. EMERY. 


How the United Railways of St. Louis Keeps Its Public Informed 


Ware YOUR bod of this danger, 
shine Rola Wath 


TRAFFIC-CREATING Posters DISPLAYED BY THE UNITED RAILways, St. Louis, Mo., AT THE CHICAGO CONVENTION OF THE AMERICAN 
ELEcTRIC RAILWAY ASSOCIATION. THESE HAVE BEEN APPEARING FROM TIME TO TIME ON THE COMPANY’S CARS 


December 2, 1922 
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Use of One-Man Cars in Europe Spreading* 


_ Operation with Short Cars Has Been Satisfactory and Some Long Cars Will 
Be Converted—Due to Customs in Europe Some Loading Difficulties Have 
Been Encountered, But These Are Gradually Being Overcome 


By P. M. NIktUWENHUIS 


Manager of the 
Arnhem Municipal Tramways 


FTER an extended study of the 
(\ operation of safety cars in the 
United States, the writer recommended 
their trial to the City Council of 
Arnhem. The motive for the use of 
these cars in Arnhem was economic. 
On account of the increase in cost of 
labor, reduction in working hours, etc., 
the cost of operation per car-kilometer 
had increased from 14% cents (Holland) 
in 1914 to 51 cents in 1920, although the 
fare had increased only from 7% cents 
to 10 cents on the city lines and from 
15 cents to 20 cents per trip on the 
suburban lines. It is not thought prac- 
ticable to increase this fare or to make 
other economies in operation. The 
former headway in the city was ten 
minutes, reduced later to seven and a 
half minutes, and on the suburban lines 
was from ten to fifteen minutes. It 
was estimated that the cost of plat- 
form labor per car per year with two 
men, including wages, pensions, sub- 
stitutes during the permitted vacation 
with pay for twelve days of the year, 
accident insurance, etc., was about 
6,000 florins a year. The average num- 
ber of hours worked by the men per 
day is seven hours and twenty minutes. 
The existence of a uniform fare on the 
suburban lines made the introduction 
of the American system of one-man car 
particularly easy, especially as during 
the rush hours a good many passengers 
ride on passes or commutation tickets, 
which it was necessary only to show to 
the operator. 

Three one-man safety cars were 
ordered from a Philadelphia car builder, 
but the standard design of Birney car 
had to be somewhat modified because 
the limit in width was 2.2 meters (7 ft. 
2% in.). These cars had not been re- 
ceived at the time the paper was written. 
It was also decided to rebuild some ex- 
isting short cars for one-man operation, 
though, for reasons of cost, it was con- 
sidered undesirable to install air brakes 
and pneumatic equipment for doors and 
steps, and manual control was used. 

The design adopted was based some- 
what on that used in Chicago on two- 
Man cars, as observed by the writer. 

The car is also supplied with push 
buttons. 


COLLECTION OF FARES 


On the one-man cars, of which we 
now have several, we have only the 
uniform fare of 10 cents, which entitles 
a passenger to a transfer. We do not 
use a fare box, but the operator carries 
one or two bundles, each consisting of 
250 tickets, on which are indicated the 


*Abstract of paper read at convention of | 


Union International de Tramways, de Che- 
ins de fer d’Intérét local et de Transports 
ublics Automobiles. Brussels, Oct. 2-6, 1922. 


! 
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date and the hour of issue, and a differ- 
ent color is used for each line. This 
ticket also serves as a transfer and on 
the second car is cancelled by having 
the end torn off. We looked into the 
subject of fare boxes and transfer issu- 
ing machines, but as we needed only a 
small number of the transfer issuing 


AUTOMATICALLY CLOSING PANTOGRAPH 
GATE FOR EXIT ON ONE-MAN 
Cars aT ARNHEM 


machines, the builder did not feel that 
it was worth while to modify his de- 
signs to fit the smaller transfer ticket 
which we wanted to use. As regards 
‘the fare box, my own opinion is that 
the ticket system which we are now 
using is simpler, but that is a matter 
of personal opinion only. I realize that 
fare boxes have been operated for some 
time with very satisfactory results at 
Haarlem. Finally we put in a stool for 
the operator to sit on. 

Having got good results with three 
rebuilt cars, we decided to change over 
to one-man operation all of our motor 
cars of the smaller types, or those with 
room for eighteen seated passengers 
and fourteen standing passengers. With 
these cars we were able to cut down 
headway in the city from ten minutes 
to seven and a half minutes, though 
employing a smaller number of men. 
In general the service has been entirely 
satisfactory. 


The lines in Arnhem all terminate in 
a central square (Willemsplein) where 
the cars stop for a minute or two to 
permit passengers to change cars, but 
there has been no appreciable delay at 
this point, in spite of the large number 
of people transferring. Operating speeds 
have not been increased for these cars. 

It must be admitted that there has 
been some delay in loading and some 
public dissatisfaction therewith. There 
will be, for instance, a woman returning 
from the market and carrying as many 
bundles as a Christmas tree who will 
mount the platform without the fare in 
her hand. She will then have to deposit 
her bundles on the platform, make a 
search for her pocketbook, which per- 
haps she can find and perhaps not in 
the place where she thought it was, then 
after paying her fare resume posses- 
sion of her bundles. Then there is the 
man about town who will jump on the 
platform and pass quickly to his seat, 
cigar in mouth (we are in Holland you 
must remember) and become absorbed 
in the landscape until the operator 
touches him on the shoulder and re- 
minds him he has not paid his fare. 
Then he has to take off his gloves, un- 
button his coat, and so on. Fortunately 
the public is not composed in great 
part of such individuals. 

I arranged with a newspaper man 
to study the situation, and he reported 
to me as a result of an inquiry that 
the public had already become accus- 
tomed to the change and he thought 
that it was a matter of time only that 
these delays would disappear. Already 
we are finding that the public is becom- 
ing accustomed to having the exact 
change, and it may be that at least in 
Holland we can enforce a rule that per- 
sons not so suvplied will be refused 
passage. 

In the old type two-man cars the 
public entered by the rear platform 
and left by the front platform. It is 
my opinion that only small sized one- 
man cars, or those capable of carrying 
from thirty-two to forty passengers, 
can use the same platform for entering 
and leaving. As soon as we change our 
larger cars (which seat twenty-four 
passengers and have standing room for 
twenty-five) to one-man operation, the 
passengers will have to enter by the 
front platform and leave by the rear. 

This will make necessary the use of 
some device which will prevent pas- 
sengers entering by the rear platform 
without paying fare. Two types of 
apparatus have been designed. 

The first drawing shows a form of 
pantograph gate which takes relatively 
very little room on the platform, al- 
though it permits the rapid exit of 
passengers. At the same time the 
entrance of passengers is very diffi- 
cult. The device consists of a V-shaped 
pipe framework on the platform with a 
pantograph barrier extending across 
the exit opening. The pipe barrier con- 
sists of two members, one of which is 
stationary and the other swings so as 
to provide the opening exit. The latter 
member is provided with a handle for 
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the convenience of the passenger when 
leaving the car, as shown in the plan 
view. The swinging member, or gate, 
is normally held in the closed position, 
as shown in the plan, by means of a 
spring which operates on a bell crank 
lever fastened to the bottom of the 
rotating member underneath the car 
platform. To open the gate the pas- 
senger takes hold of the handle which 
is latched and swings the gate forward 
into the position shown at the top in 
the engraving. This movement folds 
the pantograph gate out of the way, 
leaving a passage wide enough for one 
passenger only. As soon as the pas- 
senger gets off the step the gate auto- 
matically closes. 

One objection to this gate is that a 
passenger who is leaving the car by 
the rear platform may hold the gate 
‘open to permit another passenger to get 
on the car, but this probably would 
happen very rarely, because by a mir- 
ror the motorman can see everything 
that is going on. However, the com- 


FOLDING 


‘pany has also designed a different type 
of barrier in the form of a turnstile 
for possible use. 

The turnstile used is of a three-arm 
type and a particular feature lies in the 
fact that one of the arms can be folded 
in out of the way. This is of advantage 
at the operating end of the car, as it 
provides space for the operator which 
otherwise would be taken up by the 
turnstile. Another interesting detail is 
in connection with the pipe framework 
barriers. When the turnstile is used 
for the exit of passengers, a bracket 
arm shown at A; in the accompanying 
drawing projects out and is connected 
to the center of the turnstile by an arm. 
At the operating end of the car this 
arm can be unhooked from the center 


post and folded into the position shown ~ 


in A-2. This effectually closes off the 
opening and at the same time provides 
additional space for the operator. 


ZONE FARE NOT AN IMPEDIMENT 


In introducing his paper Mr. Nieu- 
‘wenhuis explained that before the adop- 
tion of the one-man car in Arnhem, 
he had made a trip to the United States 
in February, 1921, where he had made 
a special study of the one-man safety 
ear. Although a little skeptical as to 
the conditions which he had read about 


in the American technical papers, he 
found on his arrival that he had not 
been deceived. In this case, Ameri- 
cans, always audacious in their enter- 
prises, had taken the bull by the horns, 
and by the one-man car had been able 
practically to reduce the platform costs 
by half, with the same mileage. To do 
this in Holland would mean a saving 
of about 40 francs per motor car day. 

Continuing, the speaker said he pre- 
sumed many railway men would doubt 
the practicability of introducing the 
system in their own localities. Public 
opinion, they would say, would not 
stand for it, but are the European 
populations less civilized or less dis- 
ciplined than those in America? In 
Arnhem, which has 80,000 inhabitants, 
and is the center of an agricultural 
district, the community has accepted the 
change with good grace. It is possible 
that in a more industrial locality, more 
hostility would be shown at first, but in 
the speaker’s opinion everything de- 
pends on the way in which the system 


Canadian Association to Meet 
in Toronto 


ECRETARY D. N. GILL of the 
Canadian Electric Railway Asso- 
ciation has sent to the membership a 
report of the executive and general 
meetings held in connection with the 
American Electric Railway Association 
convention at Chicago. It was decided 
to hold the 1923 convention at Toronto 
some time during the summer. It was 
suggested also that, as many Canadians 
are members of the American Electric 
Railway Association, a general meet- 
ing of the Canadian Association should 
be held each year during the convention 


of the former. 


The secretary reported the appoint- 
ment of the following permanent com- 
mittees: On public relations—A. W. 
McLimont, Winnipeg, chairman; Max 
A. Pooler, St. John; E. W. Oliver, 
Toronto; George Kidd, Vancouver, and 
W. J. Lynch, Quebec. On standards— 


G. Gordon Gale, Hull, chairman; D. E. 


TURNSTILE FOR EXIT ON ONE-MAN CaRS AT ARNHEM 


is introduced to the community and the 
preliminary educational work done. 
Another objection raised to the sys- 
tem is that in most of the European 
cities the zone system is used; this 
means the distribution of a large num- 
ber of fare receipts of different values, 
and the issuance of these fare receipts 
takes time and would increase the 
length of stops. This did not seem 
an insuperable objection to the speaker, 
since the fare system if complicated 
could be simplified. Certainly some 
effort is worth while to secure such 
an important saving. Mr. Nieuwenhuis 
then presented his report, of which an 
abstract has just been given. 


New International Railway 
Association Organized 


N INTERNATIONAL railway con- 

ference was held recently in Paris, 
where the permanent headquarters of a 
new organization, the Union Interna- 
tionale des Chemins de Fer, will be 
located. The organization has been 
formed for the purpose of facilitating 
international trade and traffic, and it 
includes Germany, as well as Japan and 
China. The official language will be 
French, and it is expected that a gen- 
eral meeting of the association will be 
held every five years. 


Blair, Montreal; E. P. Coleman, Hamil- 
ton; C. C. Curtis, Sydney; W. G. Mur- 
rin, Vancouver; H. T. Gibbs, Toronto; 
W. G. Gordon, Toronto, and Hugh 
Millar, Montreal. On safety—J. F. H. 
Wyse, Toronto, chairman; R. M. Reade, 
Quebec; C. C. Curtis, Sydney; W. R. 
McRae, Toronto; W. H. Darracott, 
Winnipeg, and James Lightbody, Van- 
couver. 

H. E. Weyman, Levis, was appointed 
chairman of a committee which is to 
report on the advisability of repre- 
senting to the dominion government 
certain changes in the classification of 
accounts and also on proper accounting 
for maintenance and depreciation of 
electric railway properties. 

The secretary announced that the 
interests of the electric railway indus- 
try in Canada at the dominion and 
provincial capitals are being looked 
after by the following: Dominion— 
F. G. Burpee, Ottawa; Ontario—C. L. 
Wilson, Toronto; Quebec—W. J. Lynch; 
New Brunswick—J. A. Olive, St. John; 
Nova Scotia—W. L. Weston, Halifax; 
Manitoba—Edward Anderson, Winni- 
peg; Saskatchewan—D. W. Houston, 
Regina; Alberta—M. Freeman, Leth- 
bridge, and British Columbia—V. Laur- 
sen, Vancouver. I 
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Kentucky Association to Meet 
at University 


"J ‘HE Kentucky Association of Public 

Utilities has accepted the invita- 
tion of President Frank L. McVey of 
the University of Kentucky to hold its 
1922 annual meeting at the university. 
The meeting will be held, therefore, at 
Lexington on Dec. 12. The four util- 
ity companies operated in Lexington 
will tender a dinner on the evening of 
Dec. 11 to the delegates and guests. 
On Dec. 12 the meeting will convene 
at 9 a.m. at the Phoenix Hotel, where 
there will be preliminary exercises. At 
11 a.m. the delegates will board special 
ears of the Kentucky Traction & Ter- 
minal Company for transportation to 
the university, where at 11:30 the meet- 
ing will reconvene in joint session with 
the student body in the chapel. 

At the close of the morning session 
an inspection of the grounds and build- 
ings of the university will be made, 
followed by a luncheon and further in- 
spection. At 2:30 p.m. the meeting 
will be held in Mechanical Hall on the 
campus. 


New List of International Tram- 
way Association Officers 
and Directors 


| HE Union Internationale de Tram- 

ways, de Chemins de fer d’Intérét 
local, et de Transports Publics Auto- 
mobiles has announced the complete 
list of officers and committee members, 
as follows: Honorary president, 
Baron Janssen, vice-governor of the 
Société Générale de Belgique, Brussels; 
president, C. de Burlet, Brussels; vice- 
presidents, H. Géron, Brussels, and G. 
Pavie, Paris; directors J. F. S. Barth, 
Christiania; L. Boulle, Paris; H. Cau- 
friez, Brussels; Marquis de Foronda, 
Barcelona; F. de Lancker, Brussels; 
W. Gerlicz, Lodz; J. Kessels, Brussels; 
F. Level, Paris; A. Mariage, Paris; 
Commander A. Natoli la Mantéa, 
Palermo; Kai Norregaard, Copen- 
hagen; Ch. Rochat, Geneva; G. Sal- 
vadori, Turin; Ch. Thonet, Liége, and 
J. W. van der Vegt, Rotterdam. 


Safety Code Revision Under Way 
N NOV. 2 there was held in New 
York City a meeting of the sec- 

tional committee of the American En- 

vineering Standards Committee to con- 
sider possible revision of Section 2 of 
the National Electrical Safety Code. 

The proceedings were largely in the 

nature of organization. Dr. M.G. Lloyd, 

United States Bureau of Standards, 

was elected chairman; C. B. Hayden, 

of the Wisconsin Railroad Commission, 


vice-chairman, and Roy C. Dwyer, of 


the Bureau of Standards, secretary. It 
was decided that an executive commit- 
ee consisting of these three officers 
ind one representative each of the sev- 
eral interests represented should con- 
stitute the working body. 

The executive committee will be 
made up as follows: Officers mentioned, 
and Thomas Sproule, Newark, N. J., 
representing National Electric Light 


| 
7 


7 


. 


K. L. Wilkinson, New 
York City, American Telephone & 
Telegraph Company; Charles Rufus 
Harte, New Haven, Conn., American 
Electric Railway Association; George 
Gibbs, New York City, American Rail- 
way Association; A. E. Knowlton, Yale 
University, New Haven, Conn., Public 
Utilities Commission of Connecticut; 
R. A. Bloomsburg, New York City, 
National Association of Mutual 


Association; 


Casualty Companies; R. A. Smith, 
Norfolk, Va., International Association 
of Municipal Electricians; R. W. E. 
Moore, East Pittsburgh, Pa., National. 
Safety Council; Charles H. Gantz, 
Hamilton, Md., United States Depart- 
ment of Labor. 

After consideration of a number of 
suggestions made by the main com- 
mittee, the sub-committee adjourned to 
meet in Washington on Nov. 27. 


Transit Expert Reviews Situation Abroad 


D. L. Turner, of New York Transit Commission on Recent Trip Abroad Was 
Impressed by the Relation Between Size of Buildings 
: and City Transportation Problems 


T A MEETING of the New York 

Chapter of the American Associa- 
tion of Engineers, held at the Hotel 
McAlpin, New York City, on Nov. 14, 
the speaker was Daniel L. Turner, 
consulting engineer of the New York 
Transit Commiission. Mr. Turner had 
recently visited Glasgow, Liverpool, 
Edinburgh, London, Berlin, Paris, and 
other cities in Great Britain and on the 
Continent. He gave statistics of track 
mileage and the riding habits in a 
number of cities, together with run- 
ning comments on his observations of 
electric railway construction and oper- 
ating methods, including the allied sub- 
ject of buses. 

Contrasting conditions in New York 
City with those abroad, he said that 
the terrific congestion due to the con- 
struction of very high buildings, which 
threatened to make transportation an 
impossible problem in New York in a 
few years, is absent in the foreign 
cities. In the latter, five-story build- 
ings are considered plenty high enough 
in the business districts, with the re- 
sult that the traffic offered by the 
occupants of these buildings is . fairly 
well distributed. 

In Liverpool, said Mr. Turner, there 
is subway and surface transportation, 
with a few buses, with little belief in 
the usefulness of the last named. The 
great development there is in the direc- 
tion of “arterial ways,’ which are wide 
highways with provision for tramways 
in the center. On these highways the 
cars can make such good speed as to 
bring them into the class of rapid 
transit. 

Glasgow, wth 500 miles of single 
track, is much overbuilt from the tram- 
way standpoint. Frequent service is 
given, with the result that the traffic 
at one time exceeded 500 rides per 
capita per annum. Fares are collected 
on the zone system, nearly 60 per cent 
of the passengers paying the minimum 
fare of 13 cents. The municipality manu- 
factures its own cars, under individual 
contracts with the workmen, and paints 
them different colors for the several 
routes. The property is in excellent 
condition and has reduced its indebted- 
ness to $1,500,000, after paying which 
the city will own the property free of 
encumbrance. The manager, James 
Dalrymple, is buying in small lines 
for the city, and expects to electrify 


a seven-mile subway which is now 
operated by cable. 

Edinburgh presented little of interest 
from the transit standpoint, as it is 
now being changed over from cable 
operation to the overhead trolley. There 
was great difficulty in bringing the 
citizens around to approve this change, 
but the changeover will soon be com- 
plete. 

In London Mr. Turner was impressed 
by the fact that there is no competi- 
tion between the buses and the rapid- 
transit lines, which serve different dis- 
tricts. The London County Council op- 
erates surface cars but is not per- 
mitted in the center of the city, where 
buses handle all surface traffic. A dozen 
or more different companies operate 
the rapid-transit lines. The buses work 
in well with the general transportation 
system of the city. 

The London buses seem to be almost 
innumerable, and they follow many 
routes. It is, however, very easy to 
get around with their aid, as the routes 
are convenient and the buses are plainly 
marked with route signs. 

One thing about London transporta- 
tion is the alacrity) with which pas- 
sengers board and alight from the cars. 
They are expected to be prompt and 
not get hurt. Crowds of people desir- 
ing transportation are much more amen- 
able to reason and control than in this 
country. Their reasonableness is shown 
further in the fact that they do not 
demand all-night transportation. 

On the Continent Mr. Turner found 
conditions interesting, but with few 
features of great novelty. In Greater 
Berlin, which was formed in 1920, there 
are few rapid-transit facilities in the 
new sections. Much traffic is handled 
by the Stadtbahn, which is steam oper- 
ated. The Ringbahn, a suburban sys- 
tem, carried considerable traffic, but 
rapid transit is not considered impor- 
tant and involves but 12 per cent of 
the total traffic. Six-car trains are the 
maximum. Eighty-five per cent of all 
traffic in the city is carried on the 
tramways, buses being very little used. 
Train operation is common, this plan 
being preferred to that of providing a 
large number of places per operating 
unit by the use of the double-deck plan 
which is common in England. The zone 
fare seems to be operating satisfac- 
torily. 


ELECTRIC RAILWAY 


Committee one for 1922-1923 


RESIDENT C. D. EMMONS of the 
American Association and the pres- 
idents of the affiliated associations have 
completed their committee appointments 
for the current association year. These 


are listed below. These committees 
have already begun to function, the 
first meetings having been held in New 
York City last week. 


American Association 


Finance 


J. H. ParpEE, president J. G. White 
Management Corporation, New York, 
N. Y., chairman. 

R. P. Stfvens, New York, N. Y. 

J. G. Barry, Schenectady, N. Y. 


Policy 


Britton I. Bupp, president Metro- 
politan West Side Elevated Railway, 
Chicago, Ill., chairman. 

J. P. BARNES, Louisville, Ky. 

H. G. BrapLer, Bostén, Mass. 

H. E. Cuupsuck, Peoria, Ill. 

W. 4H. Sawyer, East St. Louis, Ill. 

PauL SHouP, San Francisco, Calif. 

H. D. SHuTEs, East Pittsburgh, Pa. 

J. J. STANLEY, Cleveland, Ohio. 

L. S. Storrs, New Haven, Conn. 

Rosert I. Topp, Indianapolis, Ind. 


National Relations 


CHARLES L. HpnrRy, president Indi- 
anapolis & Cincinnati Traction Com- 
pany, Indianapolis, Ind., chairman. 

W. R. ALBerGER, Oakland, Calif. 

P. S. ARKwRIGHT, Atlanta, Ga. 

H. G. BRADLEE, Boston, Mass. 

ARTHUR W. Brapy, Anderson, Ind. 

C. D. Cass, Waterloo, Iowa. 

F. C. CHAMBERS, Des Moines, Iowa. 

B. C. Cops, New York, N. Y. 

S. M. CurweEn, Philadelphia, Pa. 

J. H. HANNA, Washington, D. C. 

T. N. McCarter, Newark, N. J. 

JOHN W. SHARTEL, Oklahoma City, 
Okla. 

H. B. WEATHERWAX, Albany, N. Y. 


Subjects and Meetings 


J. N. SHANNAHAN, president New- 
port News & Hampton Railway, Gas 
and Electric Company, Hampton, Va., 
chairman. 

W. R. ALBERGER, Oakland, Calif. 

H. V. BozELu, New York, N. Y. 

Hartow C. CuarK, Newark, N. J. 

L. C. Datz, Memphis, Tenn. 

C. R. Exuicorr, New York, N. Y. 

EDWIN GRUHL, New York, N. Y. 

W. F. Ham, Washington, D. C. 

G. H. Harries, Chicago, Ill. 

HENRY R. HAYES, New York, N. Y. 

W. V. Hit, San Francisco, Calif, 

J. E. HUTCHESON, Montreal, Can. 


WALLACE Muir, Lexington, Ky. 
W. G. NICHOLSON, Omaha, Neb. 
L. H. Paumer, Baltimore, Md. 
C. C. PEIRCE, Boston, Mass. 

G. T. SEELY, Youngstown, Ohio. 


Publicity 


FRANK R. COATES, president Com- 
munity Traction Company, Toledo, 
Ohio, chairman. 

BARRON COoLuierR, New York, N. Y., 
vice-chairman. 

P. S. ARKWRIGHT, Atlanta, Ga. 

J. F. CoLuins, Jackson, Mich. 

P. H. GADSDEN, Philadelphia, Pa. 

L. E. GouLp, Chicago, Il. 

F. T. GrirFitH, Portland, 

A. A. Haus, Boston, Mass. 

G. A. RICHARDSON, Philadelphia, Pa. 

L. S. Storrs, New Haven, Conn. 

ELTON S. WiLpE, New Bedford, Mass. 


Ore. 


Publications 


L. S. Storrs, president The Connecti- 
cut Company, New Haven, Conn, chair- 
man. 

F. G. Burrs, Kansas City, Mo. 

Hartow C. CLArK, Newark, N. J. 

EpwIn C. Faser, Aurora, Ill. 

P. N. JONES, Pittsburgh, Pa. 

M. B. LAMBERT, East Pittsburgh, Pa. 

C. C. PEIRCE, Boston, Mass. 

A. M. Ropinson, Philadelphia, Pa. 

MARTIN SCHREIBER, Camden, N. J. 

J. E. WILKIE, Chicago, Ill. 


Company and Associate Membership 


W. H. Sawyer, president East St. 
Louis & Suburban Railway, East St. 
Louis, Ill., chairman. 

H. H. Apams, Chicago, Ill. 

W. R. ALBerGER, Oakland, Calif. 

A. C. Buinn, Akron, Ohio. 

LUKE C. BRADLEY, Houston, Tex. 

F. D. BurPEE, Ottawa, Ont. 

T. C. CHERRY, Syracuse, N. Y. 

JILSON J. COLEMAN, Scranton, Pa. 

L. E. GouLp, Chicago, Ill. 

EpwarD M. GRAHAM, Bangor, Me. 

A. L. Kempster, New Orleans, La. 

GEORGE R. LYMAN, New York, N. Y. 

W. J. LYNCH, Quebec, Que. 

Wiuiam H. McGraru, 
Wash. 

J. C. McQuiston, East Pittsburgh, 
Pa: 

H. H. Norris, New York, N. Y. 

E. M. WALKER, Terre Haute, Ind. 

E. P. WALLER, Schenectady, N. Y. 

E. A. West, Denver, Colo. 

E. F. WickwireE, Mansfield, Ohio. 

J. H. Witson, Mobile, Ala. 


Seattle, 


Special Sub-Committee on Canadian 
Membership 


W. J. LyNcH, general manager Que- 
bec Railway, Light, Heat & Power Com- 
pany, Ltd., Quebec, Que., chairman. 

F, D. Burpre, Ottawa, Ont. 


JOVUURNAL 


Vol. 60, No. 28 


Company Section and Individual 
Membership 


MARTIN SCHREIBER, manager south: 
ern division Public Service Railway 
Camden, N. J., chairman. 

C. P. BILLINGS, Pittsburgh, Pa. 

F. G. Burrs, Kansas City, Mo. 

F. R. CoATES (executive committee 
member), Toledo, Ohio. 

W. J. FLICKINGER, New Haven, Conn 

J. H. MALLON, Chicago, Ill. 

W. G. Murrin, Vancouver, B. C. 

A. T. PaRKINS, St. Louis, Mo. 

Harry Rein, Indianapolis, Ind. 


Co-operation with State and Sectional 
Associations 


W.-H. SAwyeEr, president East St 
Louis & Suburban Railway, East St 
Louis, Ill., chairman. 

MINNIE B. W. Bakmr, Denver, Colo. 

F. D. BEARDSLEE, St. Louis, Mo. 

JOHN W. BELLING, Boston, Mass. 

R. M. Booker, Hampton, Va. 

R. I. Brown, Little Rock, Ark. 

JOHN N. Cappy, Madison, Wis. 

L. E. EARLYWINE, Indianapolis, Ind. 

Rex Fow er, Des Moines, Iowa. 

D. N. GILu, Hull, Que. 

O. D Hat, Oklahoma City, Okla. 

W. V. HILL, San Francisco, Calif. 

E. F. Keuuey, Louisville, Ky. 

F. C. Lewis, Framingham, Mass. 


A. Butss McCrum, Charleston 
Wir Viae : 
T. T. PARKER, Cottonwood Falls 
Kan. 


R. V. PRATHER, Springfield, Ill. 

J. P. Ross, Birmingham, Ala. 

W. F. STANTON, Rochester, N. Y. 
Henry M. STINE, Harrisburg, Pa. 
E. N. WILuIs, Dallas, Tex. 


Construction and Maintenance of High- 
ways for Motor Vehicles 


W. J. Harvig, vice-president Auburn 
& Syracuse Electric Railroad, Anko 
N. Y., chairman. 

C. M. CHENEY, Des Moines, Iowa. 

W. F. Graves, Montreal, Canada. 

SAMUEL W. GREENLAND, Fort Wayne, 
Tidas 

E. C. JouNSON, Los Angeles, Calif. 

E. P. ROUNDEY, Utica, N. Y. 

J. N. SHANNAHAN (executive com- 
mittee member), Hampton, Va. 

H. M. Stewarp, Boston, Mass. 


Co-operation of Manufacturers 


E. F. WIcKWIRE, secretary the Ohic 
Brass Company, Mansfield, Ohio, chair- 
man. 

R. E. ADREON, St. Louis, Mo. 

GreorGE A. BARNES, New York, 
N. Y. 

W. D. Buiatz, Bridgeport, Conn. 

C. R. EvLLicotr (executive committee 
member), New York, N. Y. 

E. C. FABER, Aurora, Ill. 

P. N. Jongs, Pittsburgh, Pa. 

J. C. McQuisTon, East Pittsburgh 
Pa. 


E. B. MEISSNER, St. Louis, Mo. | 
GEORGE R. ROWLAND, New Y 
i Bes 


P. L. THOMPSON, New York, N. Y. 
E. P. WALLER, Schenectady, N. Y. 
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Education 


EDWARD DANA, general manager Bos- 
ton Elevated Railway, Boston, Mass., 
chairman. : 

Epwarp J. BLair, Chicago, IIl. 

THoMAS Conway, JR., Aurora, IIl. 

C. B. FaIRcHILD, Philadelphia, Pa. 

M. B. LAMBERT, East Pittsburgh, Pa. 

M. McCants, San Francisco, Calif. 

C. EK. Morcan, Brooklyn, N. Y. 

Henry H. Norris, New York, N. Y. 

A. T. PurKINS, St. Louis, Mo. 

F. R. PHILLIPS, Pittsburgh, Pa. 

J. P. PULLIAM, Milwaukee, Wis. 

J. V. SULLIVAN, Chicago, Il. 

WILLIAM VON PHUL, New York, 
IN) Y. 
| H. E. Weeks, Davenport, Iowa. 

THomMAS S. WHEELWRIGHT, 
mond, Va. 


Rich- 


Electrolysis 


_ W. J. HARVIE, vice-president and gen- 
eral manager Auburn & Syracuse Elec- 
tric Railroad, Auburn, N. Y., chairman. 
JAMES P. BARNES (executive commit- 
tee member), Louisville, Ky. 
L. P. CRECELIUS, Cleveland, Ohio. 
_ ADRIAN HuGuHes, JR., Baltimore, Md. 
M. B. Rospyear, Newark, N. J. 
G. W. VAN DrrRzEE, Milwaukee, Wis. 


National Utility Associations 


RANDAL MORGAN, vice-president 
United Gas Improvement Company, 
Philadelphia, Pa., chairman. 

BriTToNn I. Bupp, Chicago, III. 

JOSEPH K. CHOATE, New York, N. Y. 

F. R. Coates, Toledo, Ohio. 

E. C. Faper, Aurora, II. 

P. H. GapspEn, Philadelphia, Pa. 

L. S. Storrs, New Haven, Conn. 

R. I. Topp, Indianapolis, Ind. 

J. W. WELSH, New York, N. Y. 


Mail Pay 


L. H. PALMER, assistant to president 
United Railways & Electric Company 
of Baltimore, Baltimore, Md., chairman. 
' GoRDON CAMPBELL, York, Pa. 

G. K. JErrrigs, Indianapolis, Ind. 

R. A. LEUSSLER, Omaha, Neb. 

SAMUEL RIDDLE, Louisville, Ky. 

W. S. Ropeer, Highland Park, Mich. 

R. P. STEVENS (executive committee 
member), New York, N. Y. 

C. L. S. TINGLEY, Philadelphia, Pa. 

H. B. WEATHERWAX, Albany, N. Y. 


Co-operation with the National 
Safety Council 


L. H. PALMER, assistant to president 
United Railways & Electric Company 
of Baltimore, Baltimore, Md., chairman. 

W. H. Boycr, New Brighton, Pa. 

WALLACE Murr, Lexington, Ky. 


Trackless Transportation 


H. B. FLownmrs, vice-president and 
general manager United Railways & 
‘Electric Company, Baltimore, Md., 
chairman. 
J. H. ALmxXANDER, Cleveland, Ohio. 
R. E. DANForTH, Newark, N. J. 
B. J. FALLon, Chicago, II. 
GEORGE KEEGAN, New York, N. Y. 
C. W. KELLocc, Boston, Mass. 


! 
: 


T. J. McGILL, Minneapolis, Minn. 
H. A. Muuuett, Milwaukee, Wis. 

D. W. Pontius, Los Angeles, Calif. 
H. B. Porrrr, Boston, Mass. 

G. T. SEELY, Youngstown, Ohio. 
CLAUS SPRECKELS, San Diego, Calif. 
EK. A. West, Denver, Colo. 


Uniform Motor Vehicle Regulatory 
Laws 


C. D. Cass, general manager Water- 
loo, Cedar Falls & Northern Railway, 
Waterloo, Iowa, chairman. 

R. R. BRADLEY, Chicago, III. 

A. W. Brapy, Anderson, Ind. 

H. E. CHuUBBUCK (executive commit- 
tee member), Peoria, Il. 

Davip Daty, Keokuk, Iowa. 

D. W. Pontius, Los Angeles, Calif. 

B. E. Tinton, Syracuse, N. Y. 


Mid-Year Dinner 

J. H. HANNA, vice-president Capital 
Traction Company, Washington, D. C., 
chairman. 

H. L. Brown, New York, N. Y. 

C. R. Eviicorr, New York, N. Y. 

H. B. FLowers, Baltimore, Md. 

W. F. Ham, Washington, D. C. 

W. H. HEULINGS, JR., Philadelphia, 
Pai 

C. E. Morean, Brooklyn, N. Y. 

C. C. Pretrcs, Boston, Mass. 

E. F. Wickwire8, Mansfield, Ohio. 


Accountants’ Association 


Engineering-Accounting (joint 
committee) 


H. C. KIMBALL, auditing department 
Washington Railway & Electric Com- 
pany, Washington, D. C., chairman. 

J. C. COLLINS, Rochester, N. Y. 

G. F. DINNEEN, Holyoke, Mass. 

A. W. Gravy, Durhan, N. C. 

CHARLES H. LAuR, Akron, Ohio. 


Relations with Other Associations 


M. W. Guover, auditor West Penn 
Railways, Pittsburgh, Pa., chairman. 

L. T. Hrxson, Indianapolis, Ind. 

I. A. May, New Haven, Conn. 

F. H. Situick, New York, N. Y. 

F. E. Wesster, Haverhill, Mass. 


Committee Representing Accountants’ 
Association at Convention of Rail- 
way and Utility Commissioners 


WALLACE L. DAvis, auditor Lehigh 
Valley Transit Company, Allentown, 
Pa., chairman. R 

B. W. FERNALD, Oakland, Calif. 

C. S. MITCHELL, Pittsburgh, Pa. 


Standard Classification of Accounts 


H. L. WILSON, treasurer Boston Ele- 
vated Railway, Boston, Mass., chair- 
man. 

M. W. Guover, Pittsburgh, Pa. 

W. F. Ham, Washington, D. C. 

Ropert H. WALLIS, Fitchburg, Mass. 

Percy 8S. Younc, Newark, N. J. 


Stores- Accounting 
R. A. WESTON, special accountant 
The Connecticut Company, New Haven, 
Conn., chairman. 
C. L. BartTuett, Haverhill, Mass. 


CHARLES J. BENDT, Charleston, S. C. 
G. H. Caskny, Hampton, Va. 

A. E. Harton, Pittsburgh, Pa. 

J. Scott Parpog, Philadelphia, Pa. 
J. B. WaLkrr, Dallas, Tex. 


Claims Association 


Automobile Accidents 


G. T. HELLMUTH, general claim agent 
Chicago, North Shore & Milwaukee 
Railroad, Chicago, Ill., chairman. 

J. G. Bruce, Indianapolis, Ind. 

D. M. Frncu, Des Moines, Iowa. 

F. T. GATRELL, Chicago, Ill. 

CaRL YOUNG, Milwaukee, Wis. 


Resolutions 


C. B. Proctor, claim agent Memphis 
Street Railway, Memphis, Tenn., chair- 
man. 

J. S. Harrison, Jacksonville, Fla. 

WILLIAM H. RENAUD, New Orleans, 
La. 


Subjects 


H. V. Drown, general claim agent 
Public Service Railway, Newark, N. J., 
chairman. 

SAMUEL B. Hars, Altoona, Pa. 

J. J. REYNOLDS, Boston, Mass. 


Accident Prevention 


H. O. ALLIson, safety engineer 
Beaver Valley Traction Company, New 
Brighton, Pa., chairman. 

W. G. Firzpatrick, Detroit, Mich. 

F. W. Mutrorp, Richmond, Va, 


Engineering Association 


Buildings and Structures 


N. E. Drexuer, chief engineer New- 
port News & Hampton Railway, Gas & 
Electric Company, Hampton, Va., 
chairman, 

B. R. Brown, Dallas, Tex. 

CHARLES W. Burkg&, Brooklyn, N. Y. 

J. D. Kent, New York, N. Y. 

JAMES LINK, Knoxville, Tenn. 

JOHN R. McKay, Fort Wayne, Ind. 

L. L. Newman, Birmingham, Ala. 

J. M. Ppnick, Richmond, Va. 

S. J. Sterner, Aurora, Ill. 

C. H. Cuark (sponsor), Cleveland, 
Ohio. 

Equipment 


F. H. Mivier, vice-president Louis- 
ville Railway, Louisville, Ky., chairman. 

Water S. ADAMS, Philadelphia, Pa. 

Lewis J. Davis, Brooklyn, N. Y. 

CHARLES GORDON, Chicago, IIl. 

J. L. GouLD, Wilmington, Del. 

Stuart HazLewoop, Philadelphia, 
Pa. 
J. M. Hippie, East Pittsburgh, Pa. 

Rospert LONG, Altoona, Pa. 

A. J. MILLER, Ramapo, N. Y. 

M. O’Brigen, St. Louis, Mo. 

E. D. Priest, Schenectady, N. Y. 

PIERRE V. C. SEE, Akron, Ohio. 

C. W. Squimr, New York, N. Y. 

W. G. Stuck, Lexington, Kentucky. 

A. TAURMAN, Birmingham, Ala. 

DANIEL DuRIE (sponsor), Connells- 
ville, Pa. 
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Engineering- Accounting (joint 
committee) 


L. R. Brown, office and field engi- 
neer New York State Railways, Roch- 
ester, N. Y., chairman. 

E. D. DreyFus, Pittsburgh, Pa. 

HERBERT JACKSON, Washington, D. C. 

CHARLES R. HARTE (sponsor), New 
Haven, Conn. 


Heavy Electric Traction 


SIDNEY WITHINGTON, electrical engi- 
neer New York, New Haven & Hart- 


ford Railroad, New Haven, Conn., 
chairman. 
A. H. ARMSTRONG, Schenectady, 


Nene 

R. BEEUWKES, Seattle, Wash. 

J. M. BosEnsBury, Peoria, Ill. 

H. W. Cops, East Pittsburgh, Pa. 

JOHN C, DAVIDSON, Bluefield, W. Va. 

J. H. Davis, Baltimore, Md. 

J. V. B. Durr, Altoona, Pa. 

E. C. JoHNSON, Los Angeles, Calif. 

NorMAN LITCHFIELD, New York, 
NEYe. 

A. S. Ricuny, Worcester, Mass. 

C. H. QuEREAU, New York, N. Y. 

L. S. WELLS, New York, N. Y. 

H. A. JOHNSON (sponsor), Chicago, 
Til. 


Power Distribution 


M. B. ROSEVEAR, superintendent of 
distribution Public Service Railway, 
Newark, N. J., chairman. 

J. WALTER ALLEN, Boston, Mass. 

Ropert L. ALLEN, Syracuse, N. Y. 

S. H. ANDERSON, Los Angeles, Calif. 

L. W. Bircu, Mansfield, Ohio. 

H. G. Burp, New York, N. Y. 

LESLIE E. Detr, Fort Worth, Tex. 

RALPH W. EATON, Providence, R. I. 

L. F. GRIFFITH, Little Rock, Ark. 

H. D. HAWKEs, Chicago, III. 

H. M. Hopart, Schenectady, N. Y. 

ADRIAN HUGHES, JR., Baltimore, Md. 

CHARLES H. JoNnES, Chicago, II. 

JOHN LEISENRING, Springfield, Ill. 

F. McVirrtis, Rochester, N. Y. 

H. S. Murpuy, Philadelphia, Pa. 

H. A. PHarRo, Pittsburgh, Pa. 

W. SCHAAKE, East Pittsburgh, Pa. 

A. SCHLESINGER, Indianapolis, Ind. 

JAMES Scott, Cleveland, Ohio. 

F. J. WHITE, Passaic, N. J. 

CHARLES R. Harte (sponsor), New 
Haven, Conn. 


Power Generation 


C. A. GREENIDGE, chief engineer the 
J. G. White Management Corporation, 
New York, N. Y., chairman. 

L. D. BALE, Cleveland, Ohio. 

W. E. Bryan, St. Louis, Mo. 

H. E. Davis, Utica, N. Y. 

FRANK G. Frost, New Orleans, La. 

F. C. HANKER, East Pittsburgh, Pa. 

G. H. Keusay, Cleveland, Ohio. 

H. A. Kipper, New York, N. Y. 

G. Hatt Roosevett, Schenectady, 
Neoye 

G. W. Saatuorr, New York, N. Y. 

WALTER C. SLADE, Providence, R. I. 

A. E, Strerty, Hampton, Va. 

R. L. WEBER, Kansas City, Mo. 

G. W. WetsH, East St. Louis, Ill. 

E. H. Scorietp, (sponsor), Minnea- 
polis, Minn. 


Purchases and Stores 


B. J. YUNGBLUTH, supervisor pur- 
chases and _ supplies Philadelphia 
Rapid Transit Company, Philadelphia, 
Pa., chairman. 

WILLIAM C. BELL, Richmond, Va. 

JACKSON P. Dick, Atlanta, Ga. 

J. E. FLEMING, Washington, D. C. 

W. N. Forp, Memphis, Tenn. 

Harry H. Luoyp, Indianapolis, Ind. 

W. S. STAcKPOLE, Newark, N. J. 

W. 4H. Stavups, Baltimore, Md. 

R. H. DALGLEISH (sponsor), Wash- 
ington, D. C. 

Standards 


MarTIN SCHREIBER, manager South- 
ern division and chief engineer Public 
Service Railway, Camden, N. J., chair- 
man. 

H. L. ANDREWS, Schenectady, N. Y. 

C. C. Beck, Mansfield, Ohio. 

J. A. Brooxs, Philadelphia, Pa. 

C. H. CuarKk, Cleveland, Ohio. 

W. G. Gove, Brooklyn, N. Y. 

C. R. Hartt, New Haven, Conn. 

E. R. Huu, New York, N. Y. 

H. A. JOHNSON, Chicago, III. 

C. G. KEEN, Philadelphia, Pa. 

JOHN LINDALL, Boston, Mass. 

H. H. Norris, New York, N. Y. 

F. R. PHILLIPS, Pittsburgh, Pa. 

N. W. STorER, East Pittsburgh, Pa. 

N. B. Trist, Pittsburgh, Pa. 


Unification of Car Design 


H. H. ADAMS, superintendent shops 
and equipment Chicago Surface Lines, 
Chicago, Ill., chairman. 

J. A. Brooks, Philadelphia, Pa. 

G. L. KIPPENBERGER, St. Louis, Mo. 

JOHN LINDALL, Boston, Mass. 

VICTOR WILLOUGHBY, New York, N. Y. 

H. A. JOHNSON (sponsor), Chicago. 


Way Matters 


W. F. GRAvES, chief engineer Mon- 
treal Tramways, Montreal, Que., chair- 
man. 

C. A. ALDEN, Steelton, Pa. 

V. ANGERER, Easton, Pa. 

S. CLay BAKER, East St. Louis, Ill. 

W. R. DuNHAM, JR., New Haven, 
Conn. 

E. B. ENTWISLE, Johnstown, Pa. 

G. C. Estiuu, New Orleans, La. 

R. B. FISHER, Harvey, Ill. 

CHESTER F, GAILOR, New York, N. Y. 

Howarp H. Grorce, Newark, N. J. 

A. E. Harvey, Kansas City, Mo. 

J. H. Haytow, Memphis, Tenn. 

E. M. T. Ryprer, New York, N. Y. 

FRANCIS TINGLEY, Washington, D.C. 

J. B. TINNON, Joliet, Ill. 

GEORGE T. WILSON, New York, N. Y. 

W. W. Wysor, Baltimore, Md. 

R. C. Cram (sponsor), Brooklyn, 
Nema 


Specifications for Air Tanks 


R. H. DALGLEISH, chief engineer the 
Capital Traction Company, Washing- 
ton, D. C., chairman. 

L. J. Davis, Brooklyn, N. Y. 

J. A. Leerer, Wilmerding, Pa. 


Automatic Substations 


WALTER FE. BRYAN, superintendent of 
power United Railways of St. Louis, 
St. Louis, Mo., chairman. 


L. D. BALE, Cleveland, Ohio. 

C. A. Butcurr, East Pittsburgh, Pa. 

JoHN M. DRABELLE, Cedar Rapids, 
Iowa. | 

C. H. JonEs, Chicago, Ill. 

G. Hatut Roosevett, Schenectady, 
Nie 

E. H. Scorietp (sponsor), Minne- 
apolis, Minn. 


: 


Engineering Manual 


R. C. CRAM, engineer surface road-_ 
way Brooklyn Rapid Transit Company, 
Brooklyn, N. Y., chairman. | 

C. R. Hart, New Haven, Conn. 

DANIEL DurRIg, Connellsville, Pa. 


Wheel Tread and Flange Contours and 
Rail Head Contours 


H. H. ADAMs, superintendent shops 
and equipment Chicago Surface Lines, 
Chicago, Ill., chairman. 

C. A. ALDEN, Steelton, Pa. 

V. ANGERER, Easton, Pa. 

H. Fort FiLowers, Findlay, Ohio. 

GrorcE L. Fower, New York, N. Y. 

J. H. HANNA, Washington, D. C. 

J. H. Lucas, Milwaukee, Wis. 

A. D. McWHortTER, Memphis, Tenn. 

J. M. Yount, San Francisco, Calif. 

A. J. Miuumr, Ramapo, N. Y. 

J. F. Miuuer, Pittsburgh, Pa. 


Wood Preservation 


H. H. Grorce, ‘engineer maintenance 
of way Public Service Railway, New- 
ark, N. J., chairman. 

M. J. CurTIN, Boston, Mass. 

W. H. FuLweiver, Philadelphia, Pa. 

ERNEST’ F. HARTMAN, New York, 
ING NE 

E. L. Mortimer, New York, N. Y. 

A. SCHLESINGER, Indianapolis, Md. 

C. A. SmitH, Atlanta, Ga. 

A. P. Way, Philadelphia, Pa. 

R. C. CRAM (sponsor), Brooklyn, N.Y. 


Transportation and Traffic 
Association 


Accident Prevention 


H. B. Porrer, assistant general man- 
ager Boston Elevated Railway, Bos- 
ton, Mass., chairman. 

M. W. Brinces, Chicago, Ill. 

CHARLES W. CHASE, Gary, Ind. 

JAMES HARMON, Indianapolis, Ind. 

S. B. IrRELAN, Montgomery, Ala. 

A. W. KOEHLER, Rochester, N. Y. 

C. E. MorGan, Brooklyn, N. Y. 

R. M. READE, Quebec, Que. 

E. M. WaLKeEr, Terre Haute, Ind. 

ALBA H. WARREN, El Paso, Tex. 

J. V. SULLIVAN (sponsor), Chicago, 
Ill. 

W. H. Boyce (sponsor), New Brigh- 
ton, Pa. ‘ 


Bus Operation 


W. J. FLICKINGER, assistant to presi- 
dent The Connecticut Company, New 
Haven, Conn., chairman. 

R. R. ANDERSON, Providence, R. I. 

A. C. BLINN, Akron, Ohio. 

WALTER H. BuRKE, Boston, Mass. 

A. H. Frrranpou, Washington, D. C. 

R. N. GRAHAM, Youngstown, Ohio. © 

J. M. Ives, Danbury, Conn. 
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H. A. Muutert, Milwaukee, Wis. 

_ L. H. PAtmegr, Baltimore, Md. 
___ THomas S. WHEELWRIGHT, Richmond, 

Va. 
J. K. PUNDERFORD (sponsor), New 
Haven, Conn. 

Epwarp DANA (sponsor), 
Mass. 


Boston, 


Merchandising Transportation 


SAMUEL RIDDLE, vice-president Louis- 
ville Railway, Louisville, Ky., chairman. 
H. H. Brown, Duluth, Minn. 
G. SaBIN BrusH, Houston, Tex. 
FRANK L. Butuer, Atlanta, Ga. 
R. F. Carsutt, New York, N. Y. 
| JoHN F. CoLuins, Jackson, Mich. 
JoHN A. DrwHuRsT, Philadelphia, Pa. 
SAMUEL W. GREENLAND, Fort Wayne, 
Ind. 
M. McCants, San Francisco, Calif. 
A. W. McLimont, Winnipeg, Can. 
RICHARD MERIWETHER, Dallas, Tex. 
E. B. Moors, Fairmont, W. Va. 
F. D. Norvert, Anderson, Ind. 
O. A. SmitH, Los Angeles, Calif. — 
E. C. THomAs, South Berwick, Me. 
' TT. H. Turwiter, Memphis, Tenn. 
W. H. Boyce (sponsor), New Brigh- 
ton, Pa. 
Epwarp DANA (sponsor), 
' Mass. 


Boston, 


One-Man Car Operation 


J. P. Pops, general manager Ken- 
tucky Traction & Terminal Company, 
Lexington, Ky., chairman. 

N. W. Boten, Newark, N. J. 

H. C. Decamp, Dayton, Ohio. 

J. E. Durry, Syracuse, N. Y. 

A. L. REYNOLDS, Youngstown, Ohio. 

Kart A. Simmon, East Pittsburgh, 
Pa. 
A. SwartZ, Toledo, Ohio. 

L. G. VAN NESS, Cincinnati, Ohio. 
W. E. Woop, Houston, Tex. 


G. H. C.Lirrorp (sponsor), Fort 
Worth, Tex. 
T. C. CHmRRY (sponsor), Syracuse, 


N.Y. 
Traffic Regulations 


H. B. FLOWERS, second vice-president 
and general manager the United Rail- 
ways & Electric Company of Baltimore, 
Baltimore, Md., chairman. 

HENRY O. BUTLER, St. Louis, Mo. 

F. R. CoGSWELL, Pittsburgh, Pa. 

FRANK P. EDINGER, Chicago, Ill. 

W. H. MAurtsig, Baltimore, Md. 

PauL E. WILson, Cleveland, Ohio. 


Camden Section Elects Officers 


T THE OCTOBER meeting of the 
Public Service Railway, Southern 
_ Division, company section, the follow- 
ing were elected to serve for the com- 
ing year: President, C. V. Wallace; 
vice-president, W. H. Wright; secre- 
tary, George C. Stoll; treasurer, P. 
O’Connor; directors, Hamilton C. Won- 
_ derly and Robert A. McArthur. Martm 
’ Schreiber, manager of the division, re- 
_ lated some Chicago convention experi- 
ences, stating that he noted a spirit of 
_ optimism that has been missing at 
recent conventions. 
| In the general discussion one speaker 


| 


referred to the possibility of using 
water on slippery rails instead of sand. 
He stated that this is being done in 
Liverpool, England. The discussion 
covered a number of practical points. in 
connection with the daily operation of 
the system. 


“Aera” Subscription Price 


ENTION was made in the report 

of the executive committee meet- 
ing in last week’s issue of this paper 
that an increase in the subscription 
rate to Aera was planned. Secretary 
Welsh has called attention to the fact 
that this is in error, and that no in- 
crease in the subscription rate to indi- 
viduals is now contemplated. 


Committee on National Relations 
Organizes 


NOTHER of the committees to 
meet early in the association year 
was that on national relations, of which 
Charles L. Henry, Indianapolis, Ind., is 
chairman. This committee met in New 
York City on Nov. 24 and discussed its 
work in a general way. No definite 
program was outlined, but a review of 
the situation of the electric railways 
in so far as they are affected by na- 
tional legislation was taken. Besides 
the chairman there were present F. C. 
Chambers, Des Moines, Iowa; B. C. 
Cobb, New York City; S. M. Curwen, 
Philadelphia, Pa.; J. H. Hanna, Wash- 
ington, D. C., and H. B. Weatherwax, 
Albany, N. Y. 


Association: Information 
and Service 


HE American Association office 

announces the following additions 
to and revision of its service bulletins. 
These are available to all members of 
the association in good standing. 

Public utility laws—A summary of 
the laws creating state public utility 
commissions, giving an analytical digest 
of the main provisions covering their 
jurisdiction and laws of the transporta- 
tion companies. This is the seventh in- 
stallment of the compilation which was 
begun in June. 

Interurban wage agreements—An 
analysis of the agreements now in 
effect on the lines of twelve large 
interurban companies, showing in com- 
parative form the provisions of each 
agreement. 

Relief from paving burdens—A re- 
view of recent developments in the 
movement to obtain relief from mu- 
nicipal requirements to repave and 
maintain the pavement along’ electric 
railway tracks, with accounts of the 
leading cases which have recently been 
decided. 

Automobile transportation costs— 
Some figures on costs of automobile op- 
eration in both passenger and freight 
services. Contains report of the Fifth 
Avenue Coach Company for the year 
ended June 30, 1922. 

Trend of materials prices—A new 
edition of the association’s compilation 


bringing down to date the trend of 
prices of materials used by the electric 
railways, as furnished by the manu- 
facturers. 

In addition to the above, supplements 
to the association’s fare bulletin, wage 
bulletin and cost of living studies have 
been prepared, bringing them down to 
date. 


Safety Experts to Study 
Automobile Accidents 


NE of the first, if not the first, of 

the newly appointed committees to 
organize and meet was the committee 
on accident prevention of the Trans- 
portation & Traffic Association. This 
met in New York City on Nov. 24 with 
Chairman H. B. Potter, Boston, Mass., 
in the chair. Other members present 
were H. O. Allison, New Brighton, Pa.; 
M. W. Bridges, Chicago, Ill.; C. W. 
Chase, Gary, Ind.; A. W. Koehler, 
Rochester, N. Y.; C. E. Morgan, Brook- 
lyn, N. Y.; C. E, Mulford, Richmond, 
Va.; J. V: Sullivan, Chicago, Ill.; and 
E. M. Walker, Terre Haute, Ind. 
President G. T. Seely, of the T. & T. 
Association, also attended for part of 
the meeting. 

After general discussion a sub-com- 
mittee was appointed to draft a ques- 
tionnaire asking for reports on differ- 
ent classes of accidents, particularly 
collisions with vehicles, derailments, 
ear collisions, boarding and alighting 
accidents (for open and closed cars 
separately) and personal collisions. 
This committee will consist of Messrs. 
Bridges, Chase, Koehler, Boyce, Sulli- 
van and Potter. It was also decided 
to have this committee co-operate 
with the corresponding committee of 
the Claims Association. 

A second sub-committee was next 
appointed to prepare a compilation of 
methods of handling accident-preven- 
tion problems. The investigation will 
include plans for co-operating with 
civic and other bodies. The committee 
will comprise Messrs. Walker, Morgan, 
Reade, Warren and Harmon. 

The following were appointed as a 
committee to co-operate with the Ameri- 
can Association Committee of One 
Hundred (through Labert St. Clair), 
in regard to the preparation of safety 
posters which are to be distributed free 
to all electric railways in the United 
States. The appointees were: Messrs. 
Potter, Allison, Morgan, Sullivan and 
Walker. 

Mr. Potter urged strongly the giv- 
ing up of such outworn slogans as 
“Safety First,” “Watch Your Step,” 
etc., and recommended that new ones 
be formulated. One of the recent epi- 
grams which had struck his fancy was: 
“Any accident may be fatal.” 

Mr. Seely addressed the committee, 
stating that it has a free hand to de- 
velop its subject, which is one of the 
most important ones at present in con- 
rection with the welfare of the indus- 
try. The situation is so alarming that 
anything that can be done to assist 
electric railways in reducing accident 
costs will be greatly appreciated. 
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Recent Happenings in Great Britain 


London Underground Railways’ New Capital, Extensions 
and Fare Reductions—Electrification of Southern 
Railways—More Time Saving 


(From Our British News Representative) 


O* OCT. 18 a prospectus was issued 
inviting subscriptions for addi- 
tional capital to the amount of £3,958,- 
000 for three of the London under- 
ground electric railway companies. 
Three days later it was announced that 
the issue was oversubscribed and that 
lists were closed. The rapidity of sub- 
scription was no doubt due to the fact 
that the new capital is guaranteed by 
the state both as to principal and in- 
terest under the trade facilities act of 
1921. The issue was the second and 
final portion of the total guaranteed 
by the government. 

In June last redeemable second de- 
benture stock was put on the market 
at the price of 94 per cent by the 
London Electric Railway to the extent 
of £1,000,000 and by the City and South 
London Railway to the extent of 
£1,500,000. The present issue is of 
£2,250,000 of 43 per cent redeemable 
second debenture stock in the case of 
the London Electric, £1,250,000 of the 
same denomination of stock for the 
City and South London, and £458,000 
of 4% per cent redeemable debenture 
stock of the Central London Railway. 
all dated 1942-72, and all at the issue 
price of 93 per cent. The stocks are 
of course trustee securities. 

The new works to be carried out, 
some of which have already been begun, 
include the widening of the tunnels of 
the City and South London Railway, 
the construction of a connecting “tube” 
line between the railway at Euston and 
the Charing Cross and Hampstead 
Railway at Camdentown, the building 
of a surface continuation on the latter 
railway from Golder’s Green to Edg- 
ware, the construction of an extension 
of the Great Northern & Piccadilly rail- 
way from Hammersmith to a junction 
with a branch of the London & South 
Western Railway, the provision of ad- 
ditional rolling stock, the improvement 
of stations and the substitution of 
escalators for lifts at a number of 
stations. These works will, among 
other things, enable through trains to 
be run from Edgmore in the north to 
Clapham in the south, and from Fins- 
bury Park in the north to Richmond in 
the southwest, thus greatly adding to 
public facilities. Meantime work will 
be afforded to thousands of men, and 
it may be recalled that the object of 
passing the grade facilities act was to 
promote employment for the workless 
on undertakings of permanent public 
utility. 


London Fares Reductions 


The London underground railway 
companies have announced that a 
scheme of reductions in force will be 
put into operation on Jan. 1, 1923. The 


minimum 14d. fare will be retained, but 
fares above that amount will be reduced 
to an approximate rate of 1d. per mile 
up to 4d., and thereafter the distances 
given for all fares above 4d. will be 
increased. This, it is hoped, will en- 
courage the longer-distance traffic and 
help to build up the outer suburbs. 

As under the London electric rail- 
ways fares act, 1920, workmen’s return 
fares are the single ordinary fares for 
the double journey, workmen will 
benefit correspondingly with the reduc- 
tion in ordinary fares. The minimum 
return workman’s fare, however, re- 
mains at 3d. Season ticket rates will 
be lowered in proportion to ordinary 
fares. Over all, the reductions affect 
one-third of the railway fares. The 
companies have in the past not charged 
up to their full statutory powers on the 
average, and when the reductions are 
carried out they will be charging less 
on the average than 1d. per mile. 

Of course the companies hope that 
increased traffic will be a result of the 
reductions. Expenses have not yet 
fallen sufficiently to warrant wholly the 
present concessions. The cost of carry- 
ing a passenger for the first nine 
months of 1922 compared with the first 
nine months of 1921 shows a reduction 
of only three-tenths. 


The Southern Railway 
Amalgamation 


By the railways act of 1921 it was 
provided, inter alia, that all the steam 
railway companies of Great Britain 
should be combined into four great 
companies, and that work of amal- 
gamation is now in progress. In re- 
gard to what is called the southern 
group, there is an interest for readers 
of this journal, because two out of the 
three railways to form the group, the 
London & South Western and the Lon- 
don, Brighton & South Coast Railways, 
already use electric traction on their 
London suburban lines, and the third, 
the South Eastern & Chatham Railway, 
proposes to adopt the same method on 
its suburban routes. Toward the end 
of October it was announced that these 
companies had at last agreed on the 
terms on which they will form the 
southern group. 

The new amalgamated company will 
issue its stocks in exchange for those 
of the existing companies, and its 
capital will be £144,846,000. It does 
not seem to be anticipated that there 
will be much trouble in arranging for 
the running of through electric trains 


» between the three hitherto existing 


undertakings should it be found de- 
sirable. At the same time it may be 
noted that the London & South Western 
uses direct current at 600 volts on a 


third-rail conductor, that the London 
& Brighton works on the single-phase 
high-tension system with overhead 
wires, and that the South Eastern & 
Chatham contemplates the use of 
high-tension direct current. 


Speed in “Booking” 

On the New York underground rail- 
ways, where I believe a uniform fare 
for any distance prevails, the question 
of speed in issuing tickets (here called 
“booking”’) to passengers cannot pre- 
sent the same difficulty as it does on 
the London underground railways, 
where the. fares are in proportion to 
distance to be traveled. As local city 
railways are extended, however, the 
necessity for graduated fares, even in 
America, becomes more acute, so that 
the following details supplied officially 
to me by the London underground rail- 
way companies may be of interest. It 
may be remarked that the comparison 
between the issuing of tickets by hand 
and by booking machine shows such 
an extraordinary efficiency and smart- 
ness on the part of the booking clerk 
that he ought to have substantial pro- 
motion. 

The figures also indicate that 
if there are many booking clerks like 
him there is no material advantage in 
using a booking machine. 


The test was taken during the heavy © 
‘rush hour of 5:30 to 6:30 p.m. 


At 
Piccadilly Circus Station of the “Un- 
derground” during the hour a booking 
clerk issued by hand 809 tickets. Out 
of the number of passengers, 441 re- 
quired change, the details being: Nine 
required 4d. change; three required 
change for 3d.; 157 needed change for 
6d.; 130, change for 1s.; 85, change for 
2s.; 51, change for 2s. 6d., and six, 
change for 10s. At Oxford Circus 


Station, by means of an electrically - 


operated booking machine, between 
5:30 and 6:30 p.m. a booking clerk is- 
sued 872 tickets. 

During that time he was delayed in 
answering four inquiries for season 
tickets and in supplying from the emer- 
gency ticket rack six ordinary tickets 
which the machine was unable to meet. 
The machine delivers the change as 
well as the tickets. 


Edinburgh Conversion 


A remarkably smart bit of work was 
carried out by the Edinburgh tramway 
department in the early morning hours 
of Sunday, Oct. 22, in connection with 
the conversion of the lines from cable 
to electric traction. Up to midnight on 
Saturday, Oct. 21, cable cars were run- 
ning in Princes Street, the great 
central thoroughfare of the city. At 
half-past nine o’clock on Sunday morn- 
ing the first electric car ran over the 
route, which is about a mile long. All 
the work which could be done before- 
hand had of course been carried out. 
Squads of men, numbering in all about 
300, were put on at several points about 
midnight to adjust the tracks and to 
erect the center poles and trolley 
wires. By Sunday evening a complete 
Princes Street service of cars was in 
operation by electric traction. 
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Service Complaint Filed 


‘International Blames Inability of New 


Men—Local Service Restored in 
Lockport, “Owl” in Buffalo 


Traffic experts of the Public Service 
Commission are making a survey of 
service on the local lines of the Inter- 
|mational Railway, Buffalo, N. Y., as a 
result of an appeal to the municipal 
authorities for improved service. City 
authorities have served notice on the 
company that cars must be operated 
with more regularity. 

Herbert G. Tulley, president of the 
International, says the company has 


‘more than sufficient men to operate its 
local and interurban cars, but since the 


so-called Philadelphia vacationists have 
‘returned home, the new men being em- 
ployed by the company have given con- 
siderable trouble. The claims depart- 
ment of the railway company has many 


accident and claims _ investigations 
under way. 
The City Council unanimously 


adopted a resolution demanding that all 


I 


the cars operated on the local lines of 
the International be equipped with life 
guards, emergency brakes and rear 
exits and crews must report all acci- 
dents to the police. This resolution was 
made necessary because of the increas- 
ing number of traffic accidents. The In- 
ternational did not appear in opposition 
to the proposed resolution. It is the 
company’s contention that the city is 
without such authority as the Public 
Service Commission only has jurisdic- 
tion. 

The activities of the claims depart- 
ament of the International and the Phila- 
deiphia Rapid Transit Company officers 
who have been detailed to strike duty in 
Buffalo are confined almost exclusively 
to getting evidence against jitney own- 
ers and drivers and arresting them. 
Several arrests are made daily and fines 
of $25 to $50 are imposed by the City 
Court Judges. The City Court calendar 
is now so congested with jitney cases 
demanding jury trials that it will keep 
many of the judges busy until next 


_ April hearing the evidence. 


The International Railway has taken 
an appeal from the decision of the Ap- 
pellate Division of the Supreme Court 
which upset the writ of mandamus ob- 


_ tained by the railway to compel Mayor 


Schwab to enforce the anti-jitney laws. 

The case now has been carried to the 

New York State Court of Appeals. 
Local service on the Lockport lines 


of the International was restored Nov. 


25. The city had been without local 


‘service since the start of the strike, 


July 1. Three days after service was 
restored Edgar J. Dickson, vice-presi- 


dent of the International, stated that 


riding was 50 per cent of normal, with 


little or no disorder by the strikers. 


Half-hour “owl” service has been re- 
stored by the company on many of the 
local lines of the International in Buf- 
falo. Other lines with no “owl” service 
since the strike are now operating on 
an hourly basis. 

Police Chief Elliott of the city of 
Tonawanda has served notice on the 
International that cars run on lines 
within the city limits must not operate 
at a greater speed than 8 miles an hour. 
The action follows a vote by the Board 
of Aldermen, which is the result of the 
increasing number of accidents. The 
order affects the old Buffalo-Niagara 
Falls interurban line and the Buffalo- 
Kenmore-Gratwick line. 


Will Spend $550,000 in 1923 


The Virginia Railway & Power Com- 
pany and the City of Petersburg, Va., 
will spend approximately $550,000 in 
1923 in improvements and betterments. 
The improvement work includes new 
paving work, new tracks, a trackless 
trolley for Walnut Hill and the exten- 
sion and enlargement of Petersburg 
hydro-electric development. The paving 
will cost about $150,000 and the new 
tracks and power plant will cost the 
company approximately $400,000. 

The railway service will continue in 
the city as the Council rejected the 
trollibus proposal but the system will 
be operated in Walnut Hill. Two of 
the trackless trolley cars have already 
been ordered and probably will be in 
Petersburg by Jan. 1, 1923. 


Bill Provides for Electrification 


William J. MacDonald, a Boston real 
estate operator, recently filed with 
clerk of the House a bill authorizing 
the incorporation of the Boston Rapid 
Transit Company, for the purpose of 
financing the electrification of the rail- 
roads entering the north and south 
stations, for the construction of a union 
station in the Back Bay district and for 
authority to construct tunnels to con- 
nect the two leading stations with the 
Boston, Revere Beach & Lynn Railroad. 

Under the terms of the bill the com- 


_pany is authorized to issue stock to an 


amount of not more than $100,000,000, 
with the right to increase its capitai 
stock. The new company offers to elec- 
trify the Boston & Maine, Boston & 
Albany and the New Haven for a dis- 
tance of 15 miles from the State 
House, operating for the benefit of the 
traveling public. The bill provides 
that the corporation shall file with the 
legislature, on or before Feb. 1, 1925, a 
report of the results of its negotiations 
accompanied by plans, terms, surveys, 
estimates and other data incidental to 
a comprehensive plan for consolidation 
of proposed lines. 


Votes Down One-Man Car 


City Council of Toledo Disapproves of 
Commissioner Cann’s Plan for Chang- 
ing Deficits Into Balances 


One-man cars left the streets of To- 
ledo, Ohio, at midnight on Thursday, 
Nov. 28, by vote of the City Council, 
which finally stood 16 to 3 against the 
new type of equipment. 

Commissioner Wilfred E. Cann, who 
has made many changes in local opera- 
tions to effect an operating deficit into 
balances each month for the stabilizing 
fund, in an effort to secure lower fares, 
recommended the one-man cars as one 
of the only remaining avenues to save 
money. The cars were placed in opera- 
tion on the Bancroft line on July 1 

With these resuits Mr. Cann recom- 
mended to the Council committee the 
adoption of a weekly pass at $1 each as 
a trial with the idea of making the 
savings immediately available to the 
regular patrons in decreased fares. 
But the Council turned down the whole 
proposition largely on the recommenda- 
tions of street car men and organized 
labor in general. 

The ten one-man cars on the Bancroft 
line and twenty placed in operation a 
few weeks ago on the Cherry line were 
saving $3,750 a month, Mr. Cann told 
the Council. Approximately 50 per 
cent of the saving had been put back 
into increased service. 

“By going back to the old type cars 
we lose the net savings and the public 
loses the net increase in service,” de- 
clared the commissioner to the Council. 
“The surplus earnings .for October 
which were credited to the stabilizing 
fund amounted to slightly less than 
$7,000. With the extremely high costs 
incident to operation of street railways 
today this surplus was effected by econ- 
emies of such strict character that they 
cannot be continued.” 

Mr. Cann said that the total amount 
of money spent for maintenance of 
tracks, equipment and overhead per 
car-mile in Toledo was less now than 
the amount spent for maintenance of 
tracks alone in Detroit. An increase of 
1 cent a car-mile for maintenance in 
October would have wiped out the en- 
tire surplus. 

The commissioner argued _ that 
changes in equipment would do away 
with 75 per cent of the objections to 
the one-man car as it was placed in 
operation on the Cherry line—Peter 
Witt type with entrance and exit at 
front door—and that the weekly pass 
would eliminate the other 25 per cent 
of objections. 

Savings effected by the one-man cars 
amounted to 22 per cent decrease in the 
labor costs of operation and at the 
same time a 6 per cent increase in 
service. 
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Readjustment Plan Operative 
Final Steps Being Taken Under Which 
the Status of Affairs of New York 
Companies Will Be Changed 


The so-called Interborough-Man- 
hattan plan of readjustment, under 
which the intercorporate relations of 
the Interborough Rapid Transit Com- 
pany and the Manhattan Railway, New 
York, will be placed on a new basis, 
has been declared operative by concur- 
rent action of the three committees 
representing the security holders prin- 
cipally affected. The committee for 
Interborough-Metropolitan 4% per cent 
bonds has accordingly called for pay- 
ment on Dec. 27, the purchase price of 
the new ten-year 6 per cent Interbor- 
ough notes, amounting to $160 on each 
$1,000 bond, or $32 a share of Inter- 
borough Rapid Transit Company stock. 

Bondholders who exercise the option 
to take the notes will receive $160 in 
notes, 5.25 shares of Interborough 
Rapid Transit voting trust certificates, 
and five shares of Fifth Avenue Bus 
Corporation voting trust certificates. 
Bondholders who exercise the second 
option under the plan, that of not sub- 
scribing to the new notes, will receive 
2.10 shares of Interborough Rapid 
Transit voting trust certificates and 
two shares of Fifth Avenue Bus stock 
certificates. Depositors of Interborough 
stock who elect to take the notes will 
get $32 a share in notes and one share 
of Interborough stock trust certificates. 

Depositors of bonds with the com- 
mittee who have not heretofore elected 
to subscribe to the notes may do so up 
to Dec. 27. 

Execution of the readjustment plan, 
by relieving the Interborough Rapid 
Transit Company of a portion of the 
rental for the Manhattan Elevated lines 
and providing it with additional cash, 
is expected to work a practical reor- 
ganization of the company, putting it 
on its financial feet and ending threats 
of receivership. The holding company, 
Interborough-Consolidated Corporation, 
and all its stocks and bonds will cease 
to exist. 

The capitalization of the combined 
Interborough Rapid Transit Company 
and Manhattan Railway will be as fol- 


lows: 

(1) Interborough Rapid Transit Com- 
pany Ist and refunding mort- 
gage 5percent bonds........ 

Interborough Rapid Transit Com- 
pany 10 year 7 per cent notes se- 


$154,446,000 
(2) 


cured by Interborough Rapid 

Transit Company bonds........ 34,330,000 
(3) Manhattan Railway bonds....... 45,206,000 
(4) Manhattan Railway stock........ 60,000,000 
(5) Interborough ee Transit Com- 

pany unsecured 6 per cent notes. 10,500,000 
(6) Interborough Rapid Transit Com- 

DENY BtOGK a2. eta: Gnd ouitehe le 35,000,000 


All the other securities, including 
$45,700,000 principal amount of Inter- 
borough Consolidated Corporation pre- 
ferred stock and 932,600 shares of no 
par value common stock of the same cor- 
poration, are wiped out. The $64,000,- 
000 of 4% per cent bonds of the 
Interborough Consolidated Company 
disappear and those who were formerly 
bondholders of that company now 
become stockholders of the Inter- 
borough Rapid Transit Company. The 


stock of the Interborough Rapid Tran- 
sit Company was formerly pledged 
back of the Interborough-Consolidated 
bonds. The details of this plan were 
published in the Electric Railway 
Journal for Oct. 14, page 648. 

As a step in the plan of readjustment 
the Fifth Avenue Bus Corporation was 
chartered in Delaware on Noy. 14 with 
a capital stock of $40,000,000. The de- 
tails of this move were contained in a 
letter sent on Nov. 27 by the protective 
committee of the Interborough-Metro- 
politan 4% per cent bonds to all bond- 
holders. 

The plan calls for a readjustment of 
the stock of the New York Transporta- 
tion Company—a holding company own- 
ing the entire capital stock of the Fifth 
Avenue Coach Company, operating 
Fifth Avenue-Riverside Drive bus lines. 
The stock of the New York Transpor- 
tation Company is now held by trustee 
in bankruptcy of the Interborough- 
Consolidated Corporation, which, under 
the Interborough-Metropolitan read- 
justment plan, will be liquidated. 

According to the announcement the 
Interborough-Metropolitan Committee, 
Grayson M-P. Murphy, chairman, will 
acquire 103,574 shares of the New York 
Transportation stock now held by the 
bankrupt Interborough - Consolidated 
Corporation estate. This stock will be 
vested in the new bus company, which 
will issue enough no par value stock to 
provide five shares for each $1,000 of 
Interborough-Metropolitan 4% per cent 
bonds, the stock so issued to be vested 
in voting trustees. 

From time to time, it was stated, the 
new corporation probably will acquire 
additional stock of the New YorkTrans- 
portation Company, of which the gen- 
eral public now holds 181,476 shares, 
and that shares of the new concern shall 
be issued therefor. The Fifth Avenue 
Bus Corporation, it was explained, has 
offered to purchase the 103,574 shares 
of New York Transportation Company 
stock held by the Interborough-Con- 
solidated Corporation at $3,262,581, or 
$31.50 a share, the market price as of 
Nov. 15. 

The officers of the Fifth Avenue Bus 
Corporation are Grayson M-P. Murphy, 
president; Frederick Strauss, vice- 
president, and D. R. Noyes, treasurer. 
The directorate includes Charles H. 
Sabin, Charles S. Sargent Jr., Fred- 
erick T. Wood and Stephen Van Ness. 

The Interborough Rapid Transit Com- 
pany in September operated at a deficit 
of $464,759 after charges, compared 
with a deficit of $398,204 in September, 
1921. Operating revenue increased 
$66,437 over revenue for September last 
year, while operating expenses and 
taxes increased $164,577, amounting to 
$2,977,649. A comparative statement 
of earnings for September, 1922 and 
1921, follows: 


1922 1921 
Grogss 25. «1c oni eeeiaite te $4,258,082 $4,191,645 
Net after taxes... . S4yaresiaie 1,280,434 1,378,573 
Totalincome............-... 1,331,008 1,425,409 
*Deficit after charges......... 466,759 398,204 


* Exclusive of deficit accruals under the provisions 
of Contract No. 3 and related elevated certificates, 
which under these agreements with the city are 
payable from future earnings. 


It is explained that the statement for 
September, 1922, is provisional pending 
final adoption of the Interborough- 
Manhattan plan, which provides for re- 
adjustment of fixed charges reducing 
Manhattan dividend rental, omitting 
temporarily sinking fund payment on 
Interborough first and refunding 5 per 
cent bonds and refunding existing 8 
per cent obligations by issue of $34,- 
330,000 of new 7 per cent ten-year 
notes. The deficit after charges for 
the three months ended Sept. 30, 1922, 
based on existing fixed charges, 
amounted $1,775,418. 

In September both subway and ele- 
vated divisions of the Interborough 
system reported deficits after charges; 
the former shows a deficit of $46,962, 
compared with a surplus in September, 
1921, of $10,195, the latter a deficit of 
$419,797, against a deficit last year of 
$408,398. 


Holds One-Man Car Has Place 


A systematic effort has been made by 
the Boston (Mass.) Elevated Railway 
to determine the precise place of the 
one-man car in the transportation sys- 
tem of Boston. It has held hearings in 
various sections to sound public opinion 
on the subject, trying to learn first 
hand what the patrons of the road think 
of the car. In conformity with the con- 
clusions reached the company will re- 
cast its service and withdraw the one- 
man car from certain sections, and per- 
haps extend it to others. 

The public trustees of the road held 
a meeting on Noy. 28 and passed the 
following vote on the subject: 


Voted: That the trustees of the Boston 
Elevated believe that the one-man car has 
a proper place upon the railway system 
which is under their management as the 
elevated, subway or tunnel train, the two- 
man car and the electric or motor omnibus 
each has its proper place, for the reason 
that rightly used the one-man ear is a 
factor that makes possible more frequent 
service and extension of the 5-cent fare as 
well as economy in operation. 

Further voted, That the one-man car is 
not suited for operation under conditions 
of heavy traffic for the reason that under 
such conditions its use provokes and often 
seriously annoys passengers in boarding 
the car, and occasions delays which re- 
sult in interruptions of schedule that in- 
terfere with efficient service; that there- 
fore all changes necessary to bring the use 
of one-man cars under the rules above 
stated be promptly made. , 


No Prospects for Ending Strike 


Efforts to end the strike of linemen 
and substation operators of the Cincin- 
nati (Ohio) Traction Company have 
proved futile. H. H. Broach, Interna- 
tional vice-president of the Brother- 
hood of Electrical Workers, who has 
been negotiating for the men, has left 
Cincinnati, apparently abandoning his 
efforts. The traction company has 
enough men at work to keep the lines 
in repair, according to Walter Draper, 
vice-president of the company. He 
said that the company was stringing 
no new lines at the present time, but 
that this work would be renewed Dec. 1 
by men from another city. 

The men went on a strike two weeks 
ago, when the traction company re- 
fused their request for a 25 per cent 
increase in salary. 
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Fifteen Injured in Interurban 
Accident 


A Flint limited interurban car of 
the Detroit (Mich.) United Railway 
was hurled from its tracks when it 
hit an open switch at the Fair Grounds 
loop on Woodward Avenue, Detroit, on 
Friday evening, Nov. 17, and turned 
over, injuring fifteen of the seventy- 
five passengers aboard. The car cov- 
~ered a distance of about fifty feet after 
. leaving the track, crossing the side- 
walk and breaking a heavy pole sup- 
porting overhead telephone wiring be- 
fore coming to a stop in the soft dirt 
in a vacant space beside the fair 
_ grounds. 

Neither the motorman nor the con- 
ductor of the car was injured. 

According to statements made shortly 
after the accident occurred, a city car 
using the same track had taken the 
electrically operated switch and entered 
the Fair Grounds loop shortly before 
the approach of the interurban. The 
switch remained open. It was reported 
that the switch would not close upon 
the approach of a car traveling faster 
than about twelve miles an hour. 
While the motorman stated that his 
ear was going at the rate of about 
twenty or twenty-five miles an hour, 
some of the passengers were of the 
opinion that the speed was much 
greater. 

When the trucks of the heavy car 
hit the loop the body of the car was 
hurled clear of the trucks. The fact 
that the accident did not prove more 
serious is attributed to the heavy con- 
struction of the car, which saved it 
from being smashed by the force with 
which it hit after leaving the open 
switch. ; 

Patrolmen from a nearby booth noti- 
fied the nearest station and fifteen 
patrolmen in the police flier arrived to 
take charge of the rescue work. <A 
number of motorists also aided. The 
prompt work averted a panic. 

After making their statements both 
members of the car crew were released. 


Replies to One-Man Car 
Complaint 


In reply to a letter by Paul A. Franke, 
secretary of the Twenty-Eighth Tax- 
payers’ Protective Association, Brook- 
lyn, N. Y., Lincoln C. Andrews, chief 
executive officer of the New York 
Transit Commission, upholds the uses 
of the one-man car. Mr. Franke calls 
the one-man cars “murder cars” and 
refers to an accident on Oct. 28 where 
a pedestrian was run over by one of 
these cars. In Mr. Andrews’ reply it 
was made plain that the accident in 
question could not be attributed to care- 
lessness on the part of the driver and 
that the records of the various com- 
panies throughout the country show 
that there are less street accidents from 
the use of one-man cars than there 
were when the same lines were oper- 
ated by two-men cars. Further, that 
“the use of one-man car operation is 
being accepted and more and more 


broadly used throughout the country 
where traffic conditions and car equip- 
ment justify it.” 

In conclusion Mr. Andrews requests 
Mr. Franke to inspect the operation of 
a new type of one-man car equipment 
which has just been put into service on 
the Park Avenue line in Brooklyn. 


Conferences on Wage Agreement 


Officials of the Worcester Consoli- 
dated and the Springfield Street Rail- 
way Company are in conference with 
the officials of the Carmen’s Union over 
the establishment of a wage agreement 
for 1923. They have held several con- 
ferences and have failed to reach an 
agreement. 

Consequently the case will be sub- 
mitted to a special board of arbitration. 
Bentley W. Warren will act for the 
companies and James H. Vahey for the 
unions, and if these men can come to 
an early agreement on a third arbi- 
trator the case will come to a hearing 
within a week or two. 

The men. have asked for an increase 
in the maximum wages from 58 to 68 
cents an hour, and the company has 
asked them to accept a reduction to 
50 cents as the maximum. A reduction 
of 14 per cent is proposed for the track- 
men and shop men. 


An Example of Spirit.—The Dallas 
(Tex.) Railway and its employees have 
contributed more than $2,000 for the 
support of Dallas charities during 1923. 


Employees Perform.—The Colonial 
Minstrels, the members of which are 
Public Service Railway employees, re- 
cently conducted a successful two-night 
performance at Camden, N. J. William 
G. Scheina, assistant superintendent of 
the southern division of the railway; 
was the interlocutor. 

Wage Agreement Continued. — The 
employees of the United Railways & 
Electric Company, Baltimore, Md., have 
accepted the offer of President C. D. 
Emmons to continue the present wage 
agreement. The contract which would 
have expired on Jan. 1, 1923, provides 
a scale of from 45 to 50 cents an hour 
for motormen and conductors. 


Wages to Remain the Same.—Samuel 
W. McCall, neutral arbitrator in the 
Berkshire (Mass.) Street Railway’s 
wage dispute, on Nov. 27, returned a 
report to the effect that wages shall 
remain the same for the year beginning 
June 1, 1922, as for the yéar preceding. 
Blue uniform men receive a maximum 
of 53 cents an hour. The 400 employees 
sought increases averaging about 25 
per cent, while the company desired to 
reduce the pay by about 10 per cent. 

Welfare Work Continues.—The direc- 
tor of the welfare department of the 
Interborough Rapid Transit Company, 


New York, N. Y., has submitted the 
annual report to the president and gen- 
eral manager for the year ended June 
380, 1922. According to figures shown 
sixty-five men were listed on the pen- 
sion payroll as of July 1, 1922. For 
the fiscal year ended June 30, 1922, the 
voluntary relief department paid out a 
total of $108,391, including sickness and 
accident benefits. The total amount of 
loans outstanding on June 30, 1922, 
amounted to $8,226. 

Power Development Article Re- 
printed.—H. M. Atkinson, chairman of 
the board of directors of the Georgia 
Railway & Power Company, Atlanta, 
Ga., wrote an article in the Nov. 2 is- 
sue of the Manufacturers’ Record en- 
titled “Power Development of Georgia 
Railway & Power Company on Tallulah 
and Chattooga Rivers.” The article 
has been reprinted in pamphlet form, 
with illustrations showing a remark- 
able series of aeroplane views of the 
properties and power development of 
the company in the counties of Haber- 
sham and Rabun, Georgia. 

Protests Street Widening Plan.—An 
argument is on in Louisville, Ky., be- 
tween merchants and the city admin- 
istration over a proposed plan to widen 
two or three blocks of Fourth Avenue, 
the busiest street in the city, by cut- 
ting 15 ft. from the east side, with 
owners on the west side paying for the 
necessary changes. The change would 
result in resetting all car tracks, and 
perhaps result in less congestion in the 
widened area, but greater congestion 
where the street again narrowed. It 
would also cost the Louisville Railway 
a good deal of money in rebuilding its 
tracks. 

Hydro Commission Favored.—By a 
vote of seven to five the City Council of 
Windsor, Ont., expressed its approval 
of the operation of the Windsor Munic- 
ipal Railway by Ontario Hydro-Elec- 
tric Commission. In other words the 
move of the transportation committee 
to call into conference delegates from 
other municipalities interested in the 
lines met with defeat. Alderman A. 
W. Jackson, who supported the recom- 
mendation of the committee, asserted 
that municipalities by their delegates 
should decide whether it was advisable 
to take advantage of the new munic- 
ipal street act, and appoint a local 
commission to operate the railway 
system. 


Seeks Twenty-five-Year Franchise.— 


The management of the Waterloo- 
Wellington Railway, an electric line 
eperating between Kitchener and 


Bridgeport, has applied to the city for 
a twenty-five-year franchise. The pres- 
ent franchise ran out a year ago, and 
a year’s extension was granted. This 
will be up in February. If the city will 
not grant the franchise the railway com- 
pany was asked that the city of Kit- 
chener purchase the line. The railway 
was offered to the city some years ago, 
and the City Council turned it down. 
The question has been turned over to 
the railway committee of the City Coun- 
cil, which will have a conference with 
the Light Commission. 
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Valuation at $70,000,000 


Brief Filed Fixes United Railways Valu- 
ation $20,000,000 Higher than 
Commission’s Figure 


Attorneys for the receiver of the 
United Railways of St. Louis have filed 
with the Missouri Public Service Com- 
mission at Jefferson City a brief de- 
claring that the valuation of the com- 
pany’s property for rate-making pur- 
poses should be fixed at $70,000,000. 
This is $20,000,000 higher than the 
tentative valuation put on the property 
by the Public Service Commission in 
September, 1919. 

The ,brief was filed by Charles W. 
Bates and T. E. Francis, attorneys for 
Rolla Wells, receiver of the United 
Railways, and for F. W. Doolittle and 
William H. Bennett, consulting engi- 
neers for the receiver. 

It is stated by the brief: 


While under some theories of valuation 
announced by the courts and adopted by 
evaluating bodies as the yardstick by which 
to measure the present fair value of the 
property of a public utility for a rate base 
we should be justified in asking for a higher 
figure, we have concluded, after studying 
the evidence, that the above amount ($70,- 
000,000) constituted the fair value of the 
property devoted to public use on Jan. 1 
1919 

After stating that additions to the 
property since Jan. 1, 1919, are mat- 
ters for consideration by the technical 
staff of the commission, the brief says 
that the property involved included the 
United Railways and its subsidiaries, 
the Missouri Electric Railroad and the 
Florissant Construction, Real Estate 
and Investment Company, all referred 
to as “the company.” 

The brief outlined some statistical 


Purchase price paid to syndicates 
for shares of capital stock of 
underlying companies, meas- 
ured by the market value of 
the securities of the United 
Railways given in payment.. .$32,811,105 
Purchase of scattered stock of 


underlying companies........ 1,316,031 
Bonds of underlying companies... 13,980,100 
New current assets of underly- 

ing companies assumed (a 

Credit) .hokic delete wn erate PANS 708,498 
Purchase of suburban stock 1906. 3,200,000 
Suburban bonds assumed....... 7,500,000 
Suburban current liabilities as- 

sumed \c7.chs Sts eee are eee 447,932 
Construction 1890-1919 ........ 16,895,274 
Working. capital 2 eee ee 2,253,876 

Total 2oskb% aos thats ee ae een $76,895,820 
To this is added $736,608 as 

the value of the Missouri Elec- 

tric Company, making a grand 

total “historical cash invest- 

TIGRE” (OF 0h ke kiosk ae 77,632,428 


facts with respect to the United Rail- 
ways. The company serves a popula- 
tion of about 1,000,000 and an area of 
approximately 240 square miles. It 
employs in the furnishing of transit 
service a total of 460 miles of track 
and overhead distribution system. It 
operates 1,449 passenger cars, 225 
work service cars and three electric 
locomotives. 


During the last calendar year for 


which complete figures are available 
(1921) the company, according to the 
brief, carried 282,447,190 revenue and 
150,562,354 transfer passengers, a total 


of 433,009,544. In performing this 
service the receiver operated 44,301,764 
car-miles and 4,789,450 car-hours, em- 
ploying 3,508 trainmen and 2,118 other 
employees, including officers. 

The brief includes a table to show 
what is termed “the historical cash 
investment” of the United Railways 
and the Missouri Electric Company as 
of Jan. 1, 1919. The table for the 
United Railways is given herewith. 

By “historical cash investment” is 
meant the aggregate purchase price 
paid by the United Railways for the 
property, together with the amount of 
working capital employed in operating 
the properties and the cost of con- 
structing all extensions, additions and 
permanent improvements. 


Recently Sold Property 
to Be Improved 


The property of the Maumee Valley 
Railways & Light Company, sold at 
sheriff’s sale to Marion Miller, presi- 
dent of the Home Savings Bank, To- 
ledo, and chairman of the bondholders’ 
protective committee, on Nov. 15, will 
be turned over to the Maumee Valley 
Railway. A reorganization and exten- 
sive improvements will be made with 
$100,000 of new capital. 

The property sold for $50,000. It has 
been operating at a loss for the last 
three years. 

Following recommendations of engi- 
neers who made a recent survey of the 
property one-man safety cars of the 
light interurban type will be put into 
service rather than  gasoline-driven 
cars. Both had been under considera- 
tion. Seven of the new cars will be 
purchased. Heretofore the company 
has rented most of its equipment from 
the Community Traction Company. 

The new company will seek twenty- 
year franchises in Maumee and Perrys- 
burg, the twin villages up the river 
from Toledo. In return the railroad 
will promise twelve-minute headway 
service, the new equipment, and pos- 
sibly reduction in fares. The general 
plan is more or less contingent upon 
the granting of the franchises. 

The Maumee Valley Railway will 
have an authorized bond issue of $500,- 
000, of which only $350,000 will be out- 
standing. There are $300,000 of 5 per 
cent underlying bonds of the old com- 
pany represented by the bondholders’ 
protective committee. 

In addition the new company will is- 
sue $100,000° of preferred stock and 
$400,000 worth of common stock. 

LeRoy Eastman, of the law firm of 
Smith, Baker, Effler, Allen & Eastman, 
is attorney for the bondholders’ com- 
mittee. 
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Electric Line Sold—Improve- 
ments and Extensions 
Contemplated 


John B. Weekley of Birmingham has 
purchased the electric railway system 
of the Alabama Traction Company, 
which operates electric cars in De- 
catur and Albany, Ala. The consider- 
ation was not made public. 

The Alabama Traction Company has 
been in the hands of a receiver for 
some time, hence the purchase of the 
electric property by Mr. Weekley de- 
pends upon the confirmation of the sale 
by the United States Court. A rep- 
resentative of Mr. Weekley said that 
the matter of confirmation of sale 
would come before the United States 
Court on Dec. 15, and that he was con- 
fident the sale would be confirmed at 
that time. 

Mr. Weekley’s representative stated 
that it was the intention of Mr. 
Weekley to organize a stock company, 
which would take over eventually the 
electric lines of Decatur and Albany. 
It is stated from Decatur that Mr. 
Weekley is contemplating improving 
and extending ‘the lines, just as soon 
as the confirmation of the sale by the 
United States Court is completed and 
all necessary details are arranged. 

Mr. Weekley was before the Decatur 
City Council recently and asked for a 
thirty-year franchise over the streets 
of that city for the operation of the 
electric lines. This franchise has 
been granted. A similar franchise was 
asked for at the hands of the Albany 
City Council. The Albany franchise is 
now in the hands of a committee, and 
reports from Albany say the franchise 
will be granted. The present franchise 
of the Alabama Traction Company has 
but a short time to run, it is stated. 

The stock of the Alabama Traction 
Company is owned largely by Eastern 


interests, which have controlled the 
company for a number of years. The 
Alabama Traction Company is _ the 


oldest street,car company in North 
Alabama. The company had its be- 
ginning in 1887 when Sam Wharton 
built about 2 miles of track and op- 
erated mule cars over these tracks. 
About the year 1906 Mr. Wharton sold 
out to a stock company, which con- 
verted the proposition into an electric 
street car system, connecting the cities 
of Decatur and Albany. The com- 
pany went into bankruptcy about five 
years ago and since that time has been 
operated by a receiver. 

Today the Alabama Traction Com- 
pany’s trackage is about 10 miles, the 
lines reaching the principal sections of 
Decatur and Albany. They have a 
number of modern street cars and a 
large brick carhouse and offices. 

It is understood from Decatur that 
people in several of the outlying sub- 
urban sections of Decatur and Albany 
are asking for street car lines to be 
built to those sections. It is believed 
that Mr. Weekley and his company, 
when fully organized and ready for 
business, will extend the lines for sev- 
eral miles, reaching out to the prin- 
cipal suburbs of Decatur and Albany. 
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Improvement Seen in Brooklyn 
Report 

An improved condition is noted in the 
four months’ operation of the Brooklyn 
(N. Y.) Rapid Transit Company ended 
Oct. 31, 1922. Compared with a net 
income of $724,097 for the four months 
ended Oct. 31, 1921, the net for the 
same period this year stood at $1,032,- 
114. Total operating revenues were 
$12,140,178 against $11,501,296 a year 
ago. Expenses this year were $7,982,- 
153 against $7,618,286 for the same 
four months in 1921. The improvement 
was credited to strict economy. 


Reorganization Plan Up 
for Approval 


Approval of the reorganization of the 
Syracuse & Suburban Railroad, Syra- 
-ecuse, N. Y., as the Syracuse & Eastern 
Railroad has been asked of the Public 
Service Commission. Edward Powell, 
representing the bondholders who 
bought the road under foreclosure sale, 
‘made the application. The new concern 
asks authorization to issue $300,000 in 
common stock and $512,000 in bonds, 
which are to be delivered to the reor- 
ganization committee for payment of 
the railroad property. 

The new company will not take over 
a spur line tapping Montclair and did 
not include it in its petition to the 
commission. The abandonment of the 
spur line has brought a wide protest. 


October Operations in Toledo 
Show Surplus 


October operations of the Community 
Traction Company, Toledo, Ohio, show 
that a surplus of $6,991 was added to 
tthe stabilizing fund, which now shows a 
balance of $174,313, according to the 
report made by Commissioner W. E. 
‘Cann to the Board of Control at its mid- 
‘month meeting. 

The city ownership or sinking fund 
now amounts to $362,316, of which 
$255,000 is represented by 6 per cent 
‘bonds of the company which have been 
purchased. 

During October the gross earnings 
amounted to $311,117, representing an 
increase of $6,746 over the same month 
‘last year. 

Operating expenses also showed an 
increase of $10,620, due in large part to 
credit for overpayment on power re- 
turned last year. Increased mainte- 
nance and higher taxes produced a net 
income of $49,925, being approximately 
-$10,000 less than for the month of 
-October last year. 

During the month there were oper- 
ated 651,096 car-miles, as compared 
with 625,758 for October, 1921. Rev- 
-enue passengers totaled 5,032,026, an 
increase of 285,326 over the same month 
last year. The increase in riding is 
due principally to elimination of direct 
bus competition and the improvement 
in industry. 

Commissioner Cann gave the Board 
-of Control a complete history of his 
«dealings with the Council on the one- 


man car subject and outlined his belief 
that changes in equipment and trial of 
the weekly pass at $1 would show re- 
markable results in favor of the new 
one-man cars: 

He said increased charges for main- 
tenance would be necessary soon. 


1921 Income Amounts to $230,531 


The board of directors of the Wash- 
ington, Baltimore & Annapolis Electric 
Railroad, Baltimore, Md., recently sub- 
mitted to the shareholders a report on 
the operations for the year ended Dec. 
31, 1921. Railway operating revenues 
for 1921 were $2,512,540; against 
$2,092,334 for 1920. Operating ex- 
penses advanced from ‘$1,534,206 in 
1920 to $1,810,455 for the year ended 
Dec. 31, 1921. The net income in 1921 
was $230,531. 

This figure is considered low when 
compared with former years. In 1917 
the net income was $462,651; 1918, 
$494,536; 1919, $319,400; 1920, $287,- 
006. The 1921 figures include opera- 
tion of the Annapolis Short Line. 


Surplus of More Than $1,010,347 
for Nine Months 


For the first nine months of 1922 the 
Virginia Railway & Power Company, 
Richmond, Va., realized a surplus of 
$1,010,347 after deducting all items ex- 
cept depreciation and reserve. The 
gross earnings for the nine months’ 
period in 1922 were $6,830,822, which 
represented a decrease of $778,233 over 
the same period in 1921. However, 
there was a decrease in expenses in 
1922 amounting to $1,099,705. This de- 
crease helped materially the net earn- 
ings of $2,583,487, an increase of $321,- 


473 over the first nihe months’ net 
earnings of 1921. The company’s 
statement shows a much improved 


financial condition. 


Sioux City Railway and Light 
Properties Merge 


The Sioux City Service Company 
and the Sioux City Gas & Electric 
Company recently came under the same 
control when a merger was completed 
on Noy. 2. This settlement places both 
companies under the control of the 
United Gas & Improvement Company, 
which has had an interest in the gas 
and light company at Sioux City for 
some time. The merger was in accord- 
ance with an ordinance passed by the 
City Council and approved by the peo- 
ple of Sioux City on Aug. 28. The 
property of the Service Company, 
which operates the railways in Sioux 
City and furnishes part of the power 
and lighting service, is valued at ap- 
proximately $4,000,000. 

H. L. Kirk, formerly general mana- 
ger of the Service Company, has been 
elected president to replace R. J. Dun- 
ham, who has resigned. W. J. Bertke, 
formerly general superintendent of the 
Gas & Electric Company, has been 
elected vice-president and general man- 
ager of the Service Company. Mr. 


Bertke will hereafter be in charge of 
the operation of the street railway sys- 
tem in addition to the gas and electric 
properties. 

The merger will mean little or no 
change in the railway service; how- 
ever, ambitious plans have been laid 
for enlarging the gas and electric serv- 
ice through the installation of addi- 
tional mains and transmission lines. 
The merger has also made possible the 
consolidation of the two power and 
lighting services so that they can now 
be operated as a unit. 


Improvement in 1922 
Operation Noted 


The annual report of the United 
Light & Railways Company, Grand 
Rapids, Mich., for the calendar year 
1921 contains a comparative statement 
of operation for the twelve months 
ended Sept. 30, 1922, compared with the 
twelve months ended Dec. 31, 1921. 
This statement shows the progress the 
company made during the first nine 
months of 1922. The gross earnings 
for the year ended Sept. 30, 1922, were 
$11,467,995, an increase of $93,179 over 
the calendar year ended Dec. 31, 1921. 
The operating expenses decreased from 
$8,002,742 to $7,886,079 for the twelve 
months ended Sept. 30, 1922. The bal- 
ance after all dividend charges for the 
1922 period was $982,899 against 
$833,201 for the year ended Dec. 31, 


1921. 


Financia 
News Notes 


Authorizes Purchase.— The City 
Council of Toronto, Ont., has passed 
a by-law authorizing the purchase of 
the Toronto Suburban Railway, includ- 
ing the line to Guelph. 

Authorizes Bond Issue.—The Missouri 
Public Service Commission has given 
authority to the Hannibal Railway & 
Electric Company, Hannibal, Mo., to 
issue $150,000 first mortgage 7 per 
cent bonds, due Nov. 1, 1982. 

Bonds Offered.—Halsey, Stuart & 
Company, Philadelphia, Pa., are offer- 
ing $3,500,000 of the Sioux City Gas & 
Electric Company’s first mortgage 6 per 
cent gold bonds, series “A.” The 
bonds, in denominations of $1,000, $500 
and $100, are offered at 99% and inter- 
est yielding about 6.05 per cent. The 
due date is Sept. 1, 1947. 

Balance Shows Increase.—For the 
twelve months ended Oct. 31, 1922, the 
Republic Railway & Light Company, 
Youngstown, Ohio, reports gross earn- 
ings of $7,793,409, against $7,568,619 
for the twelve months ended Oct. 31, 
1921. Operating expenses and taxes in 
the 1922 period decreased $110,639. The 
balance for depreciation, dividends and 
surplus was $551,843 in 1922, an in- 
crease of $269,079 over the twelve- 
month period ended Oct. 31, 1921. 
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Council Rejects Proposal 


Seattle Body Tables Mayor’s Request 
for Lower Fare—Other Develop- 
ments in Discussion 


After extended discussion and debate 
by Mayor E. J. Brown and members of 
the City Council of Seattle on the ad- 
visability of bringing up for decision at 
this time the matter of a 5-cent fare 
on the lines of the Seattle (Wash.) 
Municipal Railway, the City Council, as 
a whole, voted to table the Mayor’s 
most recent proposal submitted to the 
Council in letter form. The Mayor’s 
letter recommended the adoption of a 
5-cent carfare, effective Feb. 1, with 
the issuance of transfers only for 
tokens to be sold at the rate of four 
for 25 cents or 6% cents each. Mayor 
Brown had first intended that the mat- 
ter as to whether the deficit caused by 
a 5-cent fare should be made up by 
taxation be submitted to the voters at 
the spring election, but decided later 
that this move would be inadvisable. 

The City Council, after discussion of 
the Mayor’s recommendation, tabled the 
letter, on the ground that it would be 
most impolitic to talk about reductions 
in carfare before the United States 
Circuit Court of Appeals renders a de- 
cision in the street car litigation now 
before it. Decision in the so-called 
“specific performance suit” brought by 
the Stone & Webster interests against 
the city in the street car litigation is 
expected daily. The case was heard 
two months ago by three judges of the 
Circuit Court of Appeals, sitting in 
Seattle, arguments being presented by 
the legal representatives of the Puget 
Sound Power & Light Company and the 
city of Seattle on Sept. 19. 

In this case the power company asked 
for a decree directing that in event the 
revenues of the street railway are suf- 
ficient to pay the interest and principal 
on the $15,000,000 bonds given for the 
railway system, but not sufficient to pay 
all cost of maintenance and opera- 
tion, the city should make up the deficit 
in cost of operation and maintenance 
out of the general tax fund or any other 
available fund. 

Judge E. E. Cushman last spring be- 
fore the State Supreme Court, in the 
“fourteen taxpayers” suit, made a de- 
cision that under no circumstances could 
the city’s general fund be invaded for 
the support of the Municipal Railway. 
Following the State Supreme Court’s 
decision, the city appealed the decision 
of Federal Judge Cushman in the spe- 
cific performance suit to the United 
States Circuit Court of Appeals, asking 
that the decree entered by Judge Cush- 
man be annulled and set aside. The 
Circuit Court of Appeals decision is the 
one expected daily. / 

There were other developments in 
the carfare discussion. Superintendent 


D. W. Henderson said that the railway 
could return to a 63-cent fare, that is, 
four tokens for 25 cents, by March 1, 
probably without any deficit. The Mayor 
rejected, on advice of Councilman Erick- 
son and Superintendent Henderson, the 
idea of the weekly pass system. A dis- 
cussion was held on the plan of adopt- 
ing the pay-as-you-leave system of fare 
collection for outbound cars and pay- 
as-you-enter system for inbound cars. 


Mayor’s LETTER QUOTED 


In his letter to the City Council, 
Mayor Brown said: 


The obligations of our transportation sys- 
tem were made under the present carfare 
charge, and all obligations due and payable 
will be met Feb. 1, 1923, and I see no rea- 
son why a reduction in carfare cannot be 
made to take effect on that date. Many 


plans have been suggested and I have given’ 


careful consideration to each and every one 
of them, carefully considering at all times 
that our transportation system should be 
popularized and brought into public favor 
by lowering the rate of charges on car- 
riding to the public and increasing the gross 
revenue. 

The pass system has been investigated. 
But the pass system would not give relief 
in lower carfare to the citizens of Seattle 
who are compelled to use the street cars, 
but would only afford cheaper transporta- 
tion to those who are constantly moving 
about the city. It would give that class 
transportation far below cost. 

The people of our city are accustomed to 
using a transfer. If we were to abandon 
the transfer and sell car ride tokens at 4 
cents, no one would pay 5 cents for a ride, 
when they could buy tokens for 4 cents. 
This would endanger the revenue and would 
compel transfer users to pay two fares, and 
would not be equitable. 

I believe that a 5-cent carfare for all 
straight rides will secure for our trans- 
portation system all the short rides that 
4-cent tokens would do. I believe that our 
citizens are willing to pay 6% cents, or 25 
cents for four tokens, in all cases where 
transfers are to be used. 

I do not believe that our homeowners 
should at any time be asked to make up 
any deficit that may arise from the opera- 
tion of our transportation system. 


Permits Elimination of Low 
Ticket Rate 


The City Council of Meridian, Miss., 
recently granted the privilege to the 
Meridian Light & Railway Company of 
eliminating the present rate of 5 and 63 
cents for tickets. This ticket rate will 
be replaced by a 7-cent ticket charge, 
to be sold in strips of five for 35 cents, 
and will have a universal transfer 
privilege. The present 10-cent cash 
fare and school ticket rate of 34 cents 
will remain in force. 

H. G. Bonner, general manager of the 
Meridian Light & Railway Company, 
sent a letter to the City Council re- 
questing such changes because of the 
company’s insufficient income. He said 
that the experiment with the 5-cent 
fare had proved a failure after a trial 
period of nine months. He claimed 
further that the results showed that the 
E-cent ticket fare had increased riding 
to a very limited extent, so that the net 
result had been to decrease railway in- 
come about $113 a day as compared with 
the income for the same nine months 
of last year. In spite of materially re- 
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duced expenses the railway was now 
failing to make its operating and main- 
tenance expenses by over $100 a day. 


Fight on Jitneys Renewed 


Company at Albany, N. Y., Deter- 
mined Unfair Competition Growing 
Out of Strike Shall Stop 


An aftermath of the United Traction 
Company’s trolley strike in Albany and | 
Troy a year ago is the continued op- 
eration of jitneys between Albany and 
Troy and Troy and Averill Park. Re- 
cently Justice Ellis J. Staley in the 
Supreme Court imposed a fine of $250 
or thirty days in the Albany county 
jail on six operators of jitneys who 
have been operating in the face of an 
injunction granted during the strike by 
Justice Harold J. Hinman. Only two 
of the six adjudged guilty were pres- 
ent in the court at the time they were 
declared in contempt. 

J. Stanley Carter, representing the 
United Traction Company, made proof 
of the service of charges of violations 
on sixteen men. Those not adjudged 
guilty were represented by attorneys, 
who asked for adjournments to make a 
defense. They were given until Novy. 
29 to present affidavits disproving the 
charges, and at this time if Justice 
Staley is in doubt as to their guilt on 
the affidavits he will require the pro- 
duction of the witnesses on both sides 
at a hearing on Dec. 2 in special term. 


OPPOSED TO ADJOURNMENT 


Mr. Carter opposed any adjournment 
of the proceedings and said the in- 
junction order was well known to the 
defendants operating jitneys illegally 
and that all the judges of the dis- 
trict have imposed fines on those who 
have been adjudged guilty for more 
than a year. He said they have been 
making a joke of the order of the court 
and persist in violating the law and 
the injunction. 

The United Traction Company in- 
cluded many other alleged jitney op- 
erators in the show cause order, but 
they have not been served. Efforts 
will be made, Mr. Carter said, to bring 
these additional defendants into court 
to put an end to jitneying. 

Warrants for the arrest and com- 
mitment of the six men adjudged guilty 
of contempt of court were placed in the 
hands of Sheriff John J. Allen, of Al- 
bany County, who will either collect 
the fines or take them to jail to serve 
their sentences. 

The operation of jitneys between 
Albany and Troy, due to the fact that 
the boat line did not run ferries during 
the past summer on account of the 
coal situation, has been a particularly 
lucrative venture and the jitney op- 
erators have been willing to take the 
chance. While the fare on the jitneys 
is higher than that of the traction com- 
pany many persons have preferred 
that means of transportation because 
of its celerity. The traction company 
is now determined to stamp out the 
last remaining signs of competition in 
this line. 
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Law Does Not Require Cut 
in Capital Traction Fare 


In revly to an application of the 
Federation of. Citizens’ Associations 
seeking a reduction in fare on the lines 
of the Capital Traction Company, 
Washington, D. C., Corporation Counsel 
Stephens recently advised the Public 
Utilities Commission that the law did 
not require a cut in the fare on the 
Capital Traction cars on the ground 
that that company was earning more 
money than the Washington Railway & 
Electric Company. It was the position 
of the federation that the commission 
was acting without authority in main- 
taining the same fare for both com- 
panies when the rate gave the Capital 
Traction a larger return. It is believed 
that the commission will reject the 
application. 

Arguing that the commission had no 
power under the law to fix a rate of 
return upon valuation which is greater 
for one company than for another, Mr. 
Stephens went on to say that the de- 
cisions of public utility commissions 
and courts throughout the country had 
established the principle that a public 
utility corporation had the right to earn 
a fair return upon the investment, 
which would have to be decided by 
the Public Utilities Commission having 
supervision of the subject. “Certainly,” 
he said, “it eannot be conclusively said, 
as argued on behalf of the citizens’ 
associations, that it is discrimination, 
within the meaning of the law, to allow 
one rate of return for one company and 
a larger rate for another, because the 
law is entirely silent upon this subject. 

Coneluding Mr. Stephens said in 
part: 

I do not think the argument could be 
maintained before any judicial tribunal that 
the commission is guilty of a discrimina- 
tion, in the legal sense, in fixing the same 
rate of fare for both street railroad sys- 
items of the District of Columbia, especially 
sso in view of the fact that it is generally 
recognized by those cognizant with the sub- 
ject that to do so would seriously cripple, 


if not permanently wreck, one of the great 
transportation systems in the city. 


Pass Pini Extended—Mayor 
Prefers Five-Cent Fare 


The Tacoma Railway & Power Com- 
pany has received notice of an exten- 
sion of the pass system for ninety days, 
the initial trial period of the system 
expiring Nov. 26. During the trial 
period the company has built up its 
pass patronage from 7,000 to 11,000 a 
week, and company officials, including 
Manager Richard T. Sullivan, consider 
the system a success. The renewal of 
the trial period will run to Feb. 25, 
1923, at which time the company hopes 
the system will have proved itself a 
ssuccess to the point of warranting its 
permanent adoption. - Figures given 
out by the company show that the sys- 
tem has increased traffic during the 
non-peak hours to an average of 4% 
cents per ride. 

Mayor A. V. Fawcett, who has made 
a vigorous fight for a 5-cent fare for 
Tacoma residents and who started a 
‘bus system on routes where travel was 
heaviest in an effort to compel the trac- 


tion company to grant a 5-cent fare, 
states that he would like to see the 
pass system made permanent, but that 
he also wanted a straight 5-cent fare 
for the workingman. Discussing the 
question, Mayor Fawcett said that the 
present system economically was bene- 
ficial to about half the residents of 
Tacoma as compared with previous 
cost conditions. He believed that the 
pass encouraged people to go down 
town more often and afforded more 
opportunity for spending money. He 
said he did not object to the pass plan, 
but believed the solution of the fare 
problem lay in the 5-cent rate. 


Refuses Ordinance for 
Bus Operation 


The City Council of Richmond, Ind., 
at a recent meeting, refused to consider 
an ordinance on third reading which 
would have granted a franchise to a 
company to operate passenger buses in 
the streets of that city. The ordinance 
was postponed indefinitely. The pro- 
posed bus line was to operate in com- 
petition with the car lines of the Terre 
Haute, Indianapolis & Eastern Traction 
Company. The Council was disposed to 
favor the bus lines when the ordinance 
was first introduced some weeks ago, 
but since that time there has been some 
criticism of the ordinance. The trac- 
tion company has indicated its intention 
of improving city service where a sur- 
vey indicates improvement is needed. 
New cars are to be put on some lines. 


Pasadena Has “Weekly Pass’ 


Effective Nov. 27, the Pacific Elec- 
tric Railway will establish a ‘weekly 
pass” plan on its local lines in Pasa- 
dena, Calif. This will provide pas- 
sengers with a pass good for an un- 
limited number of local trips at a cost 
of $1 weekly. The pass is trans- 
ferable; the only limitation is that the 
pass is honored for only one person on 
any one trip of a car. 

The passes will be sold at local 
ticket offices of the company and on 
local cars beginning on Monday of each 
week and will be good for passage until 
midnight the following Sunday. They 
will be accepted on interurban trains 
for transportation within local zone 
fare limits. The company introduced 
the weekly pass plan for the first time 
on its local lines in September, 1922, 
in Riverside and Pomona, and Pasa- 
dena, the third point, is decided upon 
in a continuation of the plan to test the 
acceptability of the weekly pass to the 
patrons. 


Another City Will Try “Pass”—It 
was recently announced by an official 
of the Interstate Public Service Com- 
pany that the weekly pass plan would 
be adopted on the lines in New Albany, 
Ind. It will be the regular $1 trans- 
ferable pass good for one _ week, 
although only one person may ride on 
it at a time. The date for starting the 
new plan has not been announced, but 
it is probable that it will be Dec. 3. 
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Rejects Application 


Commission. Disapproves Extension of 
Washington Bus Company’s Lines— 
Railway Service Adequate 


The Public Utilities Commission of 
the District of Columbia has declined to 
approve the application of the Wash- 
ington Rapid Transit Company for an 
extension of its seryice. In refusing 
the petition the commission stated that 
earlier approval for the establishment 
of bus lines on a number of routes now 
being served had been given because 
at that time the street car lines were 
seemingly unable during the rush hours 
to provide adequate and convenient 
carrying capacity for the public. The 
number of car riders were then greater 
than at present, however, and the con- 
ditions that warranted the compara- 
tively large invasions of the regions 
already served by the railway no longer 
present themselves. 

If the Public Utilities Commission 
were now to grant further bus exten- 
sions of like character, while promot- 
ing the convenience of relatively few, 
they would tend to damage the inter- 
ests of greater numbers of the people. 
The commission spoke further of the 
high investment required by the rail- 
way company in installing the under- 
ground type of construction and the 
fact that they are required to pay a 
tax of 4 per cent on their gross re- 
ceipts, pave a large portion of the 
streets and pay the salaries of the 
street crossing policemen, all of which 
must be earned over and above the so- 
called fair return out of the receipts of 
the car riders. 

The Public Utilities Commission said 
that certain diagonal streets not occu- 
pied by car lines lend themselves to a 
more direct and more rapid transporta- 
tion than can be had on the railway 
lines and that bus lines had been per- 
mitted for that reason. Such bus lines, 
however, have invariably taken from 
the car companies the cream of their 
traffic—the short-haul rider—and this 
notwithstanding the fact that bus lines 
pay into the public treasury no portion 
of their gross receipts, no paving tax 
and nothing for street crossing police- 
men. 

In opinion of the commission there 
is a legitimate field. for bus service, 
but this does not lie in the multipli- 
cation of lines or vehicles reaching the 
heart of the city. It lies rather in 
providing service in extension of the 
street car lines into territory so thin'y 
settled as not to justify the large in- 
vestment necessary for street railway 
service. 

The bus lines should be feeders. 
They should create business and not 
rob the street railways of the just re- 
ward due to their heavy investment for 
the public benefit. The commission also 
stated that sueh public service as was 
justified in a city should be owned and 
operated by the street railway compa- 
nies and co-ordinated so that transfer 
privileges and other desirable joint re- 
lations would result. 
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J. R. Ong Consultant 


Ong Has Resigned from Atlanta 
Company to Take Up Inde- 
pendent Work 


Another proof of scientific speciali- 
zation in the field of mass transport is 
the creation of the job of transportation 
engineer, the man who co-ordinates the 
efforts of the mechanical department in 
providing the transportation equipment 
and of the operating department in 
handling that equipment to best ad- 
vantage. It involves the analysis of 
operating methods to the end that good 
service may be rendered economically. 
One of the earliest workers in this field 
has been J. R. Ong, who after varied 
experience on both large and small 
properties and in both the operating 
and regulating fields has just hung out 
his shingle as consulting transportation 
engineer. He will make his headquar- 


Mr. 


J. R. ONG 


ters at Piqua, Ohio, because of its cen- 
tral location. 

Mr. Ong in taking up independent 
work resigns as transportation engineer 
of the Georgia Railway & Power Com- 
pany, Atlanta, Ga. While connected 
with the Atlanta property he has done 
much to co-ordinate schedules with 
traffic and has been instrumental in 
planning methods to improve “on-time” 
operation; but even more to study the 
general trend of the city’s growth so 
that proper provision would be made 
in the future for maintaining and 
bettering the company’s standards of 
service. In this he has had the encour- 
agement of F. L. Butler, general operat- 
ing manager, who induced Mr. Ong to 
come to Atlanta after previous associa- 
tion with him in his work with the 
Winnipeg (Canada) Electric Railway. 

A review of the positions which Mr. 
Ong has held indicates that he is well 
equipped for his new work. In 1909 he 
was graduated from Purdue University 
in electrical engineering, having previ- 
ously been with the Indianapolis & Cin- 
cinnati Traction Company and _ the 


Lake Shore & South Bend 
Railway in the car shops during the 
stressful period of construction and in- 


Chicago, 


augural operation. From Purdue Mr. 
Cng became an apprentice with the 
Westinghouse Electric & Manufacturing 
Company at its main plant in East 
Pittsburgh and was later transferred to 
the company’s Philadelphia sales office. 
In 1911 he became superintendent of 
substations on the Fort Dodge, Des 
Moines. & Southern Railroad, Boone, 
Iowa. 

With the experience obtained in the 
manufacturing, commercial, construc- 
tion and operating side of electric trans- 
portation, Mr. Ong has completed the 
circle by work with the regulating 
bodies. From 1912 to 1918 he was a 
member of the joint engineering staff 
serving the Railroad Commission of 
Wisconsin and the Wisconsin Tax Com- 
mission. In this position he not only 
made investigations of street and inter- 
urban railway service matters but was 
also engaged in the valuation of these 
properties. Later he resigned to be- 
come traffic engineer for the board of 
control of the Kansas City Railways, 
following which he went to Winnipeg, 
where he made a fine record for eco- 
nomical operation, at the same time 
maintaining a high standard of service. 


Municipal Railway Advocate 
Will Go to Washington 


James Couzens, Mayor of Detroit, 
has been appointed by Gov. Alexander 
J. Groesbeck as United States Senator 
from Michigan. He will fill the unex- 
pired term of former Senator T. H. 
Newberry, resigned. The appointment 
has been accepted. 

Mayor Couzens has long been a 
prominent figure in Detroit. In 1919 
his proposition to purchase the Detroit 
United Railway lines was defeated. 
Undaunted, he obtained permission 
from the voters to build a municipal 
system. Later, he arranged for the 
purchase of the privately-owned sys- 
tem and, after the voters had approved, 
consolidated it with the new municipal 
lines. This undertaking by the city of 
Detroit became effective last May. 
Complete details of the taking over of 
the lines were given in the Electric 
Railway Journal, issue of May 20, 1922. 


New Director in Electrical 
Engineering School 


Paul M. Lincoln has recently been 
appointed director of the school of 
electrical engineering in the College of 
Engineering, Cornell University. He 
succeeds in this position the late Alex- 
ander Gray. Mr. Lincoln brings to his 
new position a practical engineering 
experience of nearly thirty years with 
wide connections in the engineering 


Vol. 60, No. 2: 


world. He has been connected with th 
Short Electrie Company, Cleveland; the 
Westinghouse Electric & Manufactur-_ 
ing Company, Niagara Falls Power 
Company and the Lincoln Electric Com- 
pany, which had been organized by his — 
older brother in 1894. For many years 
he has taken an active interest in the 
affairs of the American Institute of 
Electrical Engineers. In 1902 he in- 
vented the synchroscope, a device which — 
has come into universal use where al-— 
ternating-current machines are paral- 
leled. For this invention he was’ 
awarded the John Scott Medal by the 
city of Philadelphia on recommendation: 
of the Franklin Institute of that city. 


Edited from the Cars 


“Boise Valley Stotts” Has Traveled 
121,680 Miles by Interurban Rail- 
road in Quest of News 


Editing a department of a well-estab- 
lished daily newspaper literally from am — 
electric railroad is unique even in these 
modern days, but it has been done for 
almost seven years. by James R. Stotts, 
editor of the Loop Department of the 


J. R. Srorrs 


Boise Evening Capital News, better 
known throughout Idaho, Oregon and 
Washington as “Boise Valley Stotts” 
because of the big part he has played 
the past thirteen years in the develop- 
ment of the Boise Valley and its agri- 
cultural, horticultural, dairying and 
livestock raising industries. 

His faith in the Boise Valley since 
he came to it in the early part of 1910 
has been of an optimistic nature and 
his vision of the greatness of its future 
has been clear, for before’ the Gem 
Irrigation district tributary to the 
Boise Valley was reclaimed he traveled 
over the great desert then comprising 
it and predicted its ultimate recla- 
mation. It was on April 1, 1916, that 
Mr. Stotts initiated the “Interurban 
Department” of the evening paper of 
Boise, using the interurban electric 
railroad of the Boise Valley Traction 
Company in making his daily. 60-mile 
trip around the valley, and from the 
date of the initiation of his department 
up to the present he has never had a 
vacation and-has missed only one day 
from his work, that day’s absence hay- 
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ing been due to sickness. Up to Oct. 1 
of the present year Mr. Stotts had 
worked 2,027 days, used 121,680 miles 
of interurban railroad mileage and 
written for his department approxi- 
mately 10,000 columns of news matter. 

The psychology and value of “Touch- 
ing Elbows with Folks” and especially 
those engaged in agriculture is thor- 
oughly understood by him and it is 
probable that he knows and can call by 


~name not less than 20,000 people of the 


different communities of the valley. He 
knows their environments, has studied 
their industries and is constantly active 
in every movement for the progress of 
those industries. One of his penchants 
is getting the view of the other fellow 
and understanding his problems. If Bill 
Smith and his neighbors import a pure- 
bred bull into the community they tell 
“Roise Valley Stotts’” and he writes of 


it. If one of them has raised the stand- 


ard of his hogs “Boise Valley Stotts” 
is advised and the incident is given 
publicity, or if a bumper crop has been 
produced he is told of it. He has a 
mania for statistics and he can tell you 
the exact annual revenue of any of the 
valley’s industries or the exact annual 
shipment of any commodity and its 
total value. 

Both of the local newspapers of 
Boise carry an “Interurban Loop De- 
partment” and this results in consider- 
able free and valuable advertising for 
the traction company. 


Guy A. Richardson Resigns 


Guy A. Richardson, vice-president in 
charge of operation of the Philadelphia 
(Pa.) Rapid Transit Company, has 
announced his resignation. The reason 
for his leaving the Mitten forces was 
not disclosed. It was said that Mr. 
Richardson had originally intended to 
resign on Oct. 13, but had remained 
to assist in the scheduling of the Frank- 
ford Elevated Market Street subway 
routes. 

In April, 1919, Mr. Richardson came 
to Philadelphia as superintendent of 
transportation, leaving the position of 
general superintendent of the Puget 
Sound Traction, Light & Power Com- 
pany. Within a year he was elected 
vice-president of the company, becom- 
ing one of the youngest electric railway 
executives in the country. On one 
occasion Mr. Mitten pronounced Mr. 
Richardson “the best transportation 
operating engineer in America.” 

R. F. Tyson, assistant to Mr. Richard- 
son, will temporarily assume the duties 
of vice-president. 


A. E. Duty Dead 


A. E. Duty, assistant general mana- 
ger of the Cleveland (Ohio) Railway, 
died on Nov. 29. Mr. Duty had been 
with the electric transportation system 
in Cleveland for more than fifty years. 
He served from 1912 until eight 
months ago as general superintendent 
of transportation, at which time he 
was promoted, on the death of George 
L. Radcliffe, to the position of assist- 
ant general manager. 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Commercial Community 
Co-operates 


An extract from the forthcoming 
annual report of the Secretary of Com- 
merce for the fiscal year 1921-1922 re- 
fers to the administrative work of the 
department in the matter of revising 
commercial statistics. It said that 
through the manufacturers’ associa- 
tions, committees were created in the 
principal industries, and upon their ad- 
vice the work of the Bureau of the Cen- 
sus in this important direction had been 
reorganized and simplified. Further, 
that co-operation had also been estab- 
lished with various trade associations 
for the proper publication of current 
statistics bearing on production and 
distribution, and the monthly publica- 
tion entitled “Survey of Current Busi- 
ness’ had been started by the de- 
partment and had been greatly wel- 
comed by the business community. 


Co-operation on Specifications 
for Federal Purchases 


The American Engineering Standards 
Committee has appointed a standing 
committee on co-operation with the 
Federal Specifications Board with the 
object in view of eliminating the differ- 
ences between specifications for gov- 
ernment purchases and the usual prac- 
tice of commercial supplies. Many 
manufacturers of electric railway sup- 


plies furnish the government with 
materials, so that this co-operation 
promoted through this committee “will 
give the industry a better opportunity 
to participate in the development of 
specifications for government  pur- 
chases and it will at the same time 
bring to the government, to a greater 
degree than has heretofore been pos- 
sible, the talent of the 200 industrial 
organizations co-operating in the work 
of the American Engineering Stand- 
ards Committee.’”’ It is expected that 
the net result will be national speci- 
fications recognized by the industry 
and government alike. 


Advice Offered on Export 
Problems 


The National Foreign Trade Council 
New York, N. Y., has announced the or- 
ganization of a Trade Adviser Service 
“to act throughout the year as a 
medium for the interchange of expe- 
rience on foreign trade problems.” Ac- 
cording to the anouncement more than 
100 leading foreign trade executives 
from all parts of the United States have 
agreed to co-operate in this work. 

This service will be given without 
obligation to the inquirer and without 
remuneration to the adviser “solely 
with the bigger and broader point in 
view of assisting in the development of 
American foreign trade.” 

The general chairman of the Trade 
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Metals—New York 


Copper, electrolytic, cents perlb....... 13.625 
HenOGMtn Ger IDe sees <i seins fates «<2 7.10 
Nickel, cents POLARS lose tees he be ware 39.00 
ZADGRCENtS DELLE nk oie oo tastek nic we oS 6.975 
Tin, Straits, cents perlb.................. 36.50 
Aluminum, 98 to 99 per cent, cents per lb.. 22.50 
Babbitt metal, warehouse, cents per lb.: 
Wain QEAG sere orcis cles ose e's oaoi0cs os 35.00 
pave |e ee ee ee 25.00 
Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 
LOBOS eterieerr ec ees ora ca siesta 6 sees 'eie vs 00 
Somerset mine run, Boston................ 4.00 
Pittsburgh mine run, Pittsburgh........... 2.625 
Franklin, Ill., screenings, Chicago.......... 2.50 
Central, il. » screenings, Chicago........... 18675 
Kansas Screenings, Kansas City........... 2.50 
Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton... . . $40.00 


Standard open hearth rails, gross ton........ 40.00 
=< spikes, drive, Pittsburgh base, cents 


tee teets ater iet tela sis aitiate va) care ave-c'se 2:12 

B plates (flat type), cents perlb........... P36 5) 

ae bate, Oe eper Uae ooh on oo aie ia Shawls 2.29 

il bolts and sa Pittsburgh base,cents,lb. 4.17 
Steel bars, cants perIb.. 2.0. 6 eee ee ee oe 2.00 
Ties, white oak, Chicago, 6in. x 8in. x 8} ft. 1.40 

Hardware—Pittsburgh 

Wire nails, base per keg...............+--- 2.75 
Sheet iron, (28 gage), cents per lb.. 3.00 


Sheet iron, galvanized, (28 gage), cents per Ib 4.00 


Galvanized bar wire, cents perlb........ 3.40 

ized wire, ordinary, cents per lb...... 2.50 
Waste—New York 

Waste, wool, cen’ 15.00 
Waste, cotton, corieeie lb. bale), ‘cents | per ‘Ib.: 

eee om 


Paints, Putty and Glass—New York 


Linseed oil, (5 bbl. lots), cents per gal....... 90.06_ 
White lead, (100 Ib. keg), cents perlb....... 12.125 
Turpentine, (bbl. lots), per gal............ $1155 
Car window glass, (single strength), first 
three brackets, A quality, discount*. .... 84.0% 
Car window glass, (sing: e strength), first 
three brackets, B quality, discount*..... 86.0% 
Car window glass, (double strength, all sizes, 
A quality), discount*................-. 85.0% 
Putty, 5 Ib. tins, cents per Ib. . .50 
*These prices are f.o.b. works, "boxing 
charges extra. 
Wire—New York 
i r wire base, cents perlb.............. 15.75 
er-covered wire, No. 14, per |, 000 ft.. 6.70 
Wale wire base, cents per lb........ 16.00 
Paving hehe stm 
Paving stone, granite, 4 x 8 x 4, f.o.b. * 
Chicago, dressed, per sq. seh Cathy eistieintas kia $3535 
Common, persq.-yd..........-+---2+2: 3.10 
Wood blosk paving 33, 16 treatment, N. Y., 
NAAT MCU ortictctal nisin’ sietelele/aie ein eseraa ie 8 sie 2.39 
Povice ick: 33 x 84 x4, N. Y. per 1,000 in 
TAS LTT es hoa ee 50.00 
Crushed stone, 3-in., carload lots, N. Y., 
7ST SG RMSE tod te cn ape oP er 1.75 
Cement, Thisewen consumers net prices, with- 
ast he one AE ee es 2.60 
Gravel, 3-in., cu.yd.,N. Y.......-.---++-- 2.00 
SUE AE WING Varia daw xe ssn tere oes 1.00 
Old Metals—New York 
Heavy copper, cents perlb................ 12.00 
Light copper, cents per lb.. 9.50 
Heavy brass, cents per Ib... 6.50 
Zinc, old scrap, cents per Ib. 4.50 
Yellow brass, cents per lb (heavy).......... 7.00 
Lead, heavy, cents perlb...............--- 5-72 
Steel car axles, Chicago, net ton............ $18.00 


Old car wheels, Chicago, gross ton.........- 16.50 


Rails (short), Chicago, gross ton. 18.75 
Rails (relaying), Chicago, gross ton 33.50 
Machine turnings, Chicago, net ton 9.75 


Adviser Service is E. P. Thomas, presi- 
dent United States Steel Products 
Company; A. E. Ashburner, American 
Multigraph Sales Company is vice- 
chairman, and C. J. Warren, Reming- 
ton Typewriter Company, is executive 
chairman. 


Automatic Substations for 
Baltimore 


The United Railways & Electric 
Company is contemplating the instal- 
lation of automatic substation equip- 
ment in its substations during 1923. 
A study of the advantages of such 
installation is now being made under 
the direction of Vice-President H. B. 
Flowers. 


Rolling Stock 


Maumee Valley Railway, Toledo, 
Ohio, the new company formed by the 
acquisition of the Maumee Valley Rail- 
ways & Light Company, will make ex- 
tensive improvements to the system. 
Seven new cars will be purchased. 

United Railways, St. Louis, Mo., has 
been authorized, through Rolla Wells, 
receiver, by Judge Faris in the United 
States Court to expend $1,227,902 for 
fifty new cars and to meet: interest on 
bonds and current expenses. 

New York State Railways, Syracuse, 
N. Y., suffered the loss of the Oneida 
carhouse by fire. The loss is in excess 
of $100,000. Four trolleys, two of the 


third-rail type, in use between Syracuse 
and Utica, were destroyed. These cars 
were each valued at $30,000. The build- 
ing was totally destroyed. 


Track and Roadway 


Southern Pacific Company, San Fran- 
cisco, Calif., has received permission 
from the Railroad Commission to re- 
locate a spur track at grade across a 
county highway in the vicinity of 
Visalia, Tulare County. 

Columbus, Delaware & Marion Elec- 
tric Company, Columbus, Ohio, is mak- 
ing rapid progress on the new lines it 
is building between Worthington and 
North Columbus. All-steel ties are be- 
ing laid in concrete and new and very 
heavy rail is being used. Officials say 
that the track will be smooth and free 
from defects that cause cars to sway. 
It is expected that the new line will be 
completed and ready for use before 
February. All of it is to be double- 
tracked. 


Power Houses, Shops. 
and Buildings 


Pacific Electric Railway, Los Angeles, 
Calif., proposes to replace a manually 
operated motor-generator set at its sub- 
station at Strawberry Park on its 
Watts-Redondo line with a synchronous 
converter automatic 1,000-kw. set. The 
present 1,000-kw. motor-generator set 
at Strawberry Park substation is to be 
transferred to the Watts substation to 
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increase the present capacity of this 
unit. 

Puget Sound Electric Railway, Ta- 
coma, Wash., has completed plans and 
will start work immediately on a new 
interurban station to be erected at 
South Eighth and A Streets, to replace 
the present station, which will be dis- 
mantled. Building will be of mission 
type, with brick and stucco exterior. 
It will have an arcade for the entrance 
to cars, and a covered parking space 
for motor buses. Complete, it will cost 
approximately $20,000. 

Birmingham Railway, Light & Power 
Company, Birmingham, Ala., suffered 
an explosion of a gas pipe at-its car- 
house recently which did a considerable 
amount of damage to the offices on the 
second floor. The office furniture was 
badly scorched and burned, while all 
of the window glass was demolished. 
Officials of the company say there was 
a leak in one of the gas pipes and a 
number of men were looking for it when 
one of them struck a match and the ex- 
plosion followed. No one was injured. 


Trade Notes 


Peter D. Thropp, vice-president of the 
John E. Thropp’s Sons Company, Tren- 
ton, N. J., died on Noy. 23. Mr. Thropp 
was an official of the De Laski & 
Thropp Circular Woven Fire Company 
and the Eureka Flint & Spar Company. 
The Thropp company specializes in the 
making of rubber machinery. 

Wilson Welder & Metals Company, 
New York, N. Y., is now represented ex- 
ciusively in Maryland, Virginia and the 
District of Columbia by the Alexander 
Milburn Company ;of Baltimore. A 
large stock of color-tipt welding metals 
and plastic-are welding machines is 
available at this point for distribution 
throughout the territory and a complete 
demonstration plant is in operation. 


Refractories Manufacturers’ Associa- 
tion, Pittsburgh, Pa., is sending out a 
printed questionnaire to be used in con- 
nection with a survey which it is organ- 
izing to obtain complete information 
regarding the furnaces in which refrac- 
tory materials are used. All consumers 
of refractory brick, it is stated, will 
derive a certain benefit from the suc- 
cessful prosecution of the work and co- 
operation with the undertaking. 

Power Specialty Company, New 
York, N. Y., builders of Foster super- 
heaters, economizers and oil heating 
and cooling equipment, announces the 
opening of new branch offices in 
Detroit, Mich., in the Dime Savings 
Bank Building, in charge of L. Lanyi, 
and in Boulder, Colo., at 2324 Four- 
teenth Street, in charge of R. B. 
Nutting, who was formerly Chicago 
district manager. 


Roller-Smith Company, New York, 
N. Y., announces the appointment of 
the Electric Material Company as its 
agent in the state of Washington and 
parts of Oregon and Idaho. The Elec- 
tric Material Company has recently 
opened an office in the Hinckley Build- 
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ing, Seattle, and will handle the Roller- 
Smith Company’s lines of electri 
instruments, circuit breakers and radi 
apparatus in that territory. 
Seattle office is in charge of R. 
Robinson, who has been engaged in th 
electrical industry since 1905, when he 
was graduated from the University fe 
Wisconsin with the degree of electrical 
engineer. The Electrical Material 


Street, coe Francisco, and it also has a 
a branch office in the Title Insurance 
Building, in Los Angeles. Roller-Smith — 
apparatus is handled by both of these 
offices_as well as the Seattle office, , 
which means that the Electric Material — 
Company represents the Roller-Smith 
Company along the entire Pacific Coast. 


Westinghouse Electric & Manufac- — 
turing Company, East Pittsburgh, Pa., — 
received during the month of October 
contracts for power apparatus agegre- 
gating more than $3,500,000. This 
shows a marked increase in the total 
sales of previous months and, accord- 
ing to the company, indicates a definite — 
trend toward a revival of business in — 
the electrical industry. Among the con- 
cerns from which the contracts were — 
received are the Georgia Railway & © 
Power Company, Union Traction Com- 
pany of Indiana and the Ohio Public — 
Service Company. 


New ‘Advertise! Literalae 1 


Mo., has issued an attractive folding — 
pamphlet called “Talk, Talk, Talk ver- 
sus Coal Production.” The pamphlet — 
tells what the Heine boilers are doing © 
all over the country in helping the in- d 
dustry “to carry on” during the coal 
strike. 


Heine Boiler Company, St. Louis, 


| a 

General Electric Company, Schenec- — 
tady, N. Y., has issued Bulletin 44,018, — 
called Metropolitan and Elevated Sys- — 
tems, which presents from an engineer- 
ing viewpoint the principal character- ~ 
istics of several great rapid transit sys- 
tems. The facilities for power produc- — 
tion, transformation, transmission and 
utilization are outlined briefly for each 
of the systems in the cities of Boston, 
Chicago, New York and Philadelphia. 

Combustion Engineering Corpora- 
tion, New York, N. Y., has issued two 
pamphlets entitled “The Coxe Stoker” 
and “Service.” The larger bulletin on 
the Coxe stoker covers particularly the 
performance of this stoker on Western 
and Mid-Western bituminous coals. A 
number of test reports, each accom-. 
panied by corresponding curves, are 
included. These tests show very re- 
markable results and because they are 
complete in every respect they will be 
of considerable interest to the engi- 
neering world. The “Service Bulletin” 
will be of value to all stoker compa- 
nies. This booklet presents the stoker 
manufacturers’ side of the question and 
shows why a proper charge for real 
stoker service would not only be fair 
to the recipient but would be to his 
advantage. It is illustrated with an 
interesting cartoon story. 


